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Charcoal Iron Wheels. 


To THE EpIToR OF THE RAILROAD GAZETTE: 

Are not all ‘cast-iron wheels” made of charcoal iron ? 
Certainly not; if they were 30,000 miles would not be 
given as the average life of a ‘‘cast-iron wheel.” Do you ask 
what the ordinary cast-iron car wheel is made of ¢ I answer, 
old car wheels, anthracite iron, scrap steel, scrap iron, 
almost anything that will melt in a cupola, and is cheap. 
Do you ask if this practice is safe ¢ Of course not, it is very 
unsafe, and bad economy. It is impossible to make good 
wheels out of pooriron. Wheels made of old wheels or 
other scrap iron are very properly called ‘‘ shoddy wheels,” 
as unreliable as shoddy clothes. 

Why is it that railroads buy ** shoddy wheels?” They 
are low-priced, and some shrewd men intimate that they 
pay commissions to railway officials to buy them. I think 
the chief reason is railway officers wish to buy cheap, and 
do not know how worthless they are. Do you ask why 
good old wheels may not be melted over with safety? Re- 
melting takes away the elasticity of the best wheel iron. 
I have tested this. The best charcoal wheel iron which bent 
14 degrees in a Thurston torsion testing machine before 
breaking, on being remelted once, bent only 8 degrees. 
This shows the great loss of elasticity in remelting, and it 
is all needed to carry the heavy loads in freight cars now. 
The only safe and economical course is to specify and 
require wheels to be made entirely of the best charcoal pig 
iron, and get a service of 60,000 miles instead of 30,000 
iniles. * 


The Report of the Buffalo Car-Builders’ Meeting. 


fO rue Eprror oF THE RAILROAD GAZETTE: 

Will you please tell me through the columns of your paper 
in connection with this request by what authority the note 
was attached to the report of the Car-Builders’ Meeting at 
Buffalo ow the 14th of February ¢ It was not on the origi- 
nal report, and no authority was given to attach it or any- 
thing to the report. ’ 

I ask this question because that note carries the false con- 
clusion that there is a standard link and pin—the length of 
the former being fixed at 10 in. in the clear. Whereas 
no standard length has been adopted or even recommended 
by the Car-Builders’ Association or any authorized commit- 
tee of it. 

One of the earnest desires of all railroad managers is to 
secure a coupler which shall prevent the necessity of men 
going between cars t> connect them, and thus bar all inju- 
ries to life and limb. We know that there are such couplers 
and we know, as do the principal men of the Car-Builders’ 
Association, that a 10-in. “link” “‘ coupled ” with the resolu- 
tion, passed at Buffalo on Feb, 14 outlaws the adoption of all 
such inventions. 

Now IL ask, in the name of railroad officials, if the interests 
of the railroads are not thus betrayed or at least neglected 
by the very men who are sent, in some cases by authority, 
to this Association to give attention to, among other matters, 
this very system of coupling by which life, limb, time, 
labor and expense are involved. A SUBSCRIBER. 
New York, March 14. 





The Two Fastest Trains in the United States. 


TO THE EDITOR OF THE RAILROAD GAZETTE : 

As my statement in the Railroad Gazette of Dec. 22, 
1882, concerning the rival trains between Jersey City and 
Philadelphia has been justly criticised, will you allow me to 
modify it? 

While my ranking of the Pennsylvania afternoon express 
west as the fastest train in the United States was strictly 
correct if the distance and the schedule time between ter- 
mini be considered, since the distance to its new Broad street 
station in Philadelphia is 0.3 miles more than to Ninth and 
Green streets, Philadelphia, via the Bound Brook route, 
while the time allowed is the same as that of the morning 
express east on the Bound Brook, yet, considering that two 
more stops are made, the run of the latter train is the best 
performance. This conclusion was verified by a recent tim- 
ing of both trains under similar conditions. While the 
Pennsylvania train was unable to keep to its schedule, that 
on the Bound Brook arrived at Jersey City almost on time. 
The maximum speed attained on the Pennsylvania was two 
miles in 59 seconds each, or 61 miles per hour. Near Mon- 
mouth Junction 17 miles were run in 1914 minutes, includ- 
ing slackening through New Brunswick, which is at the rate 
of 52.3 miles per hour. The fastest mile made by the Bound 
Brook train was on2 in 54 seconds, or 66.7 miles per hour, 
and the average for nine consecutive miles was 58 seconds, 
being 62.1 miles an hour. This was on the Central Railroad 
of New Jersey, but between Philadelphia and Bound Brook 
15.2 miles were made in 1514 minutes, which is 59.8 miles 
per hour. 

The fairest comparison of the schedules of the two trains 
is to take the run from Wayne Junction to Jersey City on 
the Bound Brook and that from Jersey City toGermantown 
Junction on the Pennsylvania. Thus, in the latter case, 84.3 


miles should be run in 1 hour 40 minutes, with one stop, be- 
ing 50.6 miles per hour, while on the Bouud Brook 1 hour 
42 minutes are allowed for 85.1 miles, including two stops, 
which is 50.1 miles per hour. Excluding the time lost: by the 
stops, it will be seen that the latter train is the faster. 
A. L. Rotcu, 
Massachusetts Institute of Technology. 
Boston, March 17, 1883. 








Wheel and Axle Mileages Again. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

I rise to ask if any statistical gentleman will favor us with 
such figures as bear on the question of using ‘“ ton-mileage’ 
instead of simple mileage as the measure of merit in car 
wheels and axles. Our good Motber Nature has a law 
which provides that expenditure is proportional to result, 
and vice versa, and in accordance with this law, it would 
seem that a wheel carrying three tons of load will roll and 
slip over only about two-thirds as many miles of rail before 
“expending” its available tire materials as it would if it 
carried only two tons of load. 

If this is really, or even approximatély, correct, then each 
of the twelve high-priced steel-tired wheels which carry a24- 
ton parlor car over 450,000 miles of rails gets credit for its 
little 450,000 mileage, while if the same var had been mount- 
ed on only eight wheels, it would have expended their tires 
in running only 300,000 miles, and each of the eight wheels 
would score a demerit as compared with each of the jolly 
twelve, although they may have been of exactly the same 
quality. 

And similarly with axles ; for three tons of load jolting 
and bouncing on springs on each end of an axle will surely 
bring on an attack of crystalization in the metal in about 
two-thirds of the time required by the two-ton loads to 
effect the same result. The axle-maker who sold only four 
axles for that car has his profits neutralized by a bad 
record, while he who sold six axles gets six profits and a 
good record, with a plus sign to it too, unless, indeed, the 
wheel-maker puts in a successful claim to the good record 
as a result emanating from his wheel elasticity. 

Careful observers will note of late years a marked de- 
crease in the item of axle breakage in connection with fast 
train service. Some attribute this to the newly introduced 
quality of elasticity in wheel centres. Others say that it 
is the natural result of constant improvement in size and 
quality of axles, and that axles are improving at least as 
rapidly as wheels. Still another claim is that as twelve- 
wheel cars are increasing in the highest class passenger 
service, the loads on axles are really decreasing. Anotier 
party claim that as steel-tired wheels have flat faces and 
protuberant hubs, the hub and journal bearings are brought 
close together and almost eliminate the dangerous alter- 
nation of tension and compression strains on the fibres of 
axle which were produced by the usual three or four-inch 
interval existing between the journal and the hub of dish- 
faced cast-iron wheels. Still another opinion is that as steel- 
tired wheels are only bought by prosperous companies 
managed by experts, these are too expert to ever put 
high-priced wheels on low-priced axles, and they also follow 
the rule of removing axles after a safe stated service, 
whether they show deterioration or not. The returns are 
not yet all in, but enough are received to show that the 
safety percentages cantiot all be given to either the wheel- 
makers or the axle-makers. 

Our English cousins are now very much pleased with their 
48-inch steel-tired wheels, and a veritable 42-inch steel-tired 
“boom ” seems to be impending with us; but would it not 
be well for us to be “‘ off with the old love before we are on 
with the new,” and eliminate cast-iron from our large high- 
class wheels as we have done from our large high-class 
bridges ¢ A 42-in. plate wheel in cast iron with chilled tread 
evidently won’t be safe on account of excessive shrinkage 
strains. An open-spoke, cut rim, cast-iron centre with steel 
tire is opposed by the fact that we are beginning to make 
driving-wheels with wrought-iron centres. Less than a 
month ago I saw a split cast-iron hub in an otherwise ex- 
cellent 42-in. steel-tired wheel. It was burst in a whee) 
press while being pulled off its axle, but before going to the 
press to get its gauge changed ; it had been on the road for 
some time, and none suspected that it was all the time 
strained almost to the limit of its very small factor of safety. 

INGENIEUR. 








Legislative Criticism of State Railroad Management. 


Where there is a state railroad system, the legislative body 
takes the place of the stockholders. The reports of the 
officials who manage the railroads are made to it, and it de- 
termines what shall be done with the profits which com- 
panies divide among their stockholders and what appropria- 
tions shall be made for extensions, improvements, additions 
to rolling stock, etc., and naturally, it does what stock- 
holders do not often do, by criticising the accommodations 
granted to the public and the treatment of employés, etc. It 
is as if the stockholders included all the patrons of the road. 

As an example of the questions raised by legislatures of 
countries which have a state system, we translate below a 
summary of a debate at a session of the German Imperial 
Diet on the occasion of the submission of its estimates for 
the year. 

The work of this Bureau, however, is one of supervision 
and not of administration, though most of the railroads 
which it supervises are state railroads. This debate was 
held Jan. 26, at the second reading of the salary or civil list 
ot the Imperial Railroad Bureau. We translate the abstract 
of the debate given in the Journal of the German Railroad 





Union, in which the speeches are arranged according to their 





subject-matter rather than in the order in which they were 
made : 


On the government benches were present, among others, 
the privy-councilors Korte, Kraft, Dr. Gerstwer and Streck- 


ert, of whom, however, only the first took part in the 


debate. 


At the opening of the debate, the representative from 
Baden, von Gdler (conservative) first called attention to the 
connection between the extra trains on Sundays and holi- 
days, and the overworking of the railroad employés with 
the railroad accidents, as was set forth in the recent acci- 
dents at the Heidelberg station and at Hugstetten. The 
railroad employés were greatly exhausted on Sundays ang 
holidays by the many extra trains. It occurred in some 
instances that switchmen and enginemen were obliged to 
work 16 and even 19 consecutive hours on Sunday, and in 
the event of an accident occurring, they were held re- 
sponte: where the moral responsibility rested would be 
clear to everybody. In addition to this these trains 
were only an encouragement of the pursuit of pleasure. 
The influence of the Imperial Railroad Bureau in 
this direction was not very great, but it 
was to be hoped that the above suggestions would have 
effect. To this, Privy Councilor Korte replied, that excur- 
sion trains had been introduccd by the different manage- 
ments without the knowledge of the Imperial Railroad 
Bureau, but at the urgent wish of the public. Restrictions 
could be imposed only by the local * governments. The 
Imperial Railroad Bureau could only take action in the 
premises as far as was covered by an order issued in the 
year 1875. In this order it was prescribed that the ad- 
ministrations in fixing the working hours for the operatin 
employés should, while providing for the control an 
safety of the operation, have proper regard for the well- 
being of the men, and that, especially, opportunity should 
be furnished them, as far as possible, to fulfill their religious 
duties. Complaints on the part of the clergy that this had 
not been done had occurred’ in isolated instances prior to 
the issue of the order in question, but not since. In the case 
of the Heidelberg accident on the 29th and 30th of May, 
1882, no possible proof of overwork was produced on the 
part of the guilty switchman before the government com- 
mission of investigation. He bad been on leave of abseuce 
oa the 29th of May, from 6 o’clock in the morning till 6 
o’clock in the evening, and in violation of orders did not re- 
turn to his post until 7 o’clock in the evening. About 10 
o'clock, and without any other than his own authorization, 
he had handed his post over to a substitute and betaken bim- 
self to adrinking house. In the same manner, in the case of 
the Hugstetten accident, which was still under investigation, 
nothing had so far been developed that would furnish 
grounds for the belief that it was caused by overwork on 
the part of railroad employés. The train had started from 
Colmar Sept. 3, at about 8 o’clock in the morning, had 
reached Freiburg soon after 9 o’clock, and had remained 
there till 8 o’clock in the evening. The employés had had 
the entire day in which to observe their religious duties. 
would be seen from the re ee facts, that the Imperial 
Railroad Bureau had devoted full attention to the subject. 

Representative Gerwig (national liberal, Director ot Con- 
struction of the Baden Railroad) expressed himself as deeply 
affected by the railroad accidents, but he failed to see how 
they had any relation to Sunday observance, was it simply 
because they occurred on Sunday / The extra trains entailed 
increased danger, and the administrations would gladly 
avoid them ;-they were, however,. urged to continue them 
by the public. In the case of the accidents above quoted, 
no blame could be laid on tbe railroad managements, nor 
could it be traced to the overworking of employés, as 
suggested. This was proved especially in the case of the 
Hugstetten accident, by the published report of the govern- 
ment investigating commission, who had arrived on the 
ground the next day ; and this was further clearly demons- 
trated in the course of the subsequent judical inquiry. The 
care with which the officials control their employés renders 
~ application of the spur of parliament unnecessary. 

epresentative Reichensverger (clerical) expressed a desire 
for a gradual limitation of Sunday traffic, and inted to 
England as a example, where, although the Sunday prohi- 
bition of public meetings was the cause of much just oppo- 
sition, the limitation of railroad traffic was generally ap- 
proved .Representative Schrader (liberal union), as a former 
railroad director, corroborates on the whole the remarks 
made by Representative Gerwig with regard to Sunday ex- 
cursion trains. They are by no means desired by the rail- 
road administrations, but are regarded as a necessity, as the 
major portion of our population is unable to use week days 
for such purposes. Even in England, the introduction of 
Sunday excursion trains has begun. The aw rest for 
employés he would favor, but it could be attained by increas- 
ing their number. 

Representative Kayser (social democrat) declared himself 
grateful to Representative Goler for bringing the subject of 
railroad accidents and the needs of railroad employés up for 
discussion. The latter are always made the scapegoats when 
a accident occurs, while the officers remain tranquilly in their 
positions. In the case of the Heidelberg accident, a switchman 
had been consigned to a cell, while there was also a certain 
amount of guilt attached to the administration, as the Mann. 
heim National Court bad plainly set forth in its decision. 
The subordinate railroad —— were all over worked, 
and especially in Baden and Saxony. He asked the Impe- 
rial Government, which had always declared its readiness 
to protect the poor man, to reduce the railroad employés’ 
bours of labor. The first requirement for this purpose 
was statistics respecting their working hours. His 
party was in favor of Suiday rest for officials, but would, 
at the same time, furnish the laborer with Sunday extra 
trains to afford bim a means of open-air recreation. Ex- 
hausted human beings were no more trustworthy than worn- 
out rolling stock. He would advise a decrease of the freight 
traftic on Sundays, and in place of the extra trains, perhaps 
an enlargement of the regular passenger trains would suf- 
tice. In other respects, the private railroads thought only 
of their profits; only in the case of state railroads was 
safety made the preponderating object. The safety of travel 
could only be insured if the Imperial Railroad Bureau 
would energetically apply itself to the improvement of the 
condition of the subordinate railroad employés. Represei 
tative Witt was of the opinion that any limitation of rail- 
road travel on Sunday would receive very little favor in 
country places ; the English observance of Sunday could 
form no example for us, as there were no class of sma!l 
landed proprietors in that country. Representative Pr. 
Luigens (clerical) was of the opinion that the introduction of 
the state system of railroads had caused much evil and very 
little that was good. Together with Representative Niet- 
hammer, he advocated a limitation of the freight trains on 
Sundays. 

The second principal subject of discussion was the rates. 
Representative von Géler op the existing rates as tou 
high, and quoted the imperial Chancellor’s statement in sup- 
port of an assertion that the railroad rates offered a p-emi- 
um on imports which exceeded the custom dues three or 


* Local government means in this instance the goverument of 
the country ccnceraed—Prussia, Saxony, Baden, etc. —as distinct 
from the Imperial government. 
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four times. In America, domestic production was stimu- 
lated by the rates, and that should* be an example for Ger- 
many. Grain paid from Chicago to New York, per ton 
and kilometer, 1 to 2 pfennigs [=0.355 to 0.71 cents per ton 
per mile, or 17 to 34 cents per 100 Ibs. from Chicago to 
New York]; on the other hand, from Berlin to Hamburg 6.5 
pfennigs, from Leipzig to Hamburg 6.6 pfennigs, or tive or 
six times' as much. The transportation: of butter from 
Moscow to Hamburg was 1 mark cheaper than from Eastern 
Prussia to Hamburg. All this was detrimental to German 
agricultural interests, which were in a be mesg d depressed 
condition. German state aud private railroad admuinistra- 
tions, like wholesale merchants, had only their own financial 
interests in view instead of great public interests. 


roads Bureau could do no less than endeavor to effect a 
reduction iu rates. Privy Councilor Korte pointed out that 


on the revision of the tariff in 1877, the governments of the , 


confederation had resolved that rates, which might injure 


Government trade, agriculture and manufactures should | 


be avoided, and that changes of rates which might give 
foreign produce and fabrics a better market than similar 
domestic productions should be subject to the approval 
of supervising officials working in conjunction with the 
Imperial Railroad Bureau, the confederated governments 
have unapvimously resolved, not to approve the introduction 


or when other branches of industry, and especially the in- 
terests of German commerce and of inland consumption, 


Ta | 
acc rdauce with the imperial constitution, the Imperial Rail- | 


of differential rates for international traffic, except when | 
there is no danger of injury to German industrial interests, | 


| 
| the lower rates tothe Rhine have caused more grain to be 
, imported on the Rhine thaft ever before. Therefore this pol- 
| icy bad had no practically beneficial results. The Prussian 
, Minister of Public Works has been compelled to reduce to a 
| considerable extent the freight charges on grain from Russia 
to Kéaigsberg, below even the rates previously established. 
| By the means proposed, therefore, we only injure the traf- 
| fic across the country, without increasing the cost of impor- 
| tation. During last year there were negotiations at Breslau 
| respecting the freight charges to be establi-hed on grain | 
| transported from Roumania and Galicia to Stettin. The ex- 
port represent#tive sent on by the Minister of Agriculture 
| at first protested against the establishment of a lower rate, 
so as to avoid injury to the Silesian export trade. But as it 
appeared that Silesia could no longer feed its own inhabi- | 
| tants, the Minister bimself was compelled to signify his as- | 
| Sent to these rates. It is to be ho that the Minister will | 
not gratify the wishes of the opposition. The interests of | 
the railroads and of the other industries of the nation are | 
entirely congruent ; only an artificial distinction can be | 
drawn between the interests of the national economy and the 
transportation interests of the.railroads. Representative 
| Von Géler appeared to be as little acquainted with circum- 
stances in America as with German agriculture. Where 
cheap importation is desired, the railroads must be given 
the greatest possible latitude of action compatible with their 
own interests. Asin every other producing industry, the | 
interest of each industry must regulate the price from its 
product. When it is to the interest of the railroads to carry 
grain cheaply, we should not seek to retard them in their 





' 


demand the differential rates. These principles were still in | undertaking. 

































































force, and were calculated to cover the desires expressed by ! 


Representative von Goler. 

Representative Schrader expressed bis surprise that com- 
plaints respecting the rates should proceed especially 
from the 
ship of railroads. But these complaints overshot the mark. 
Lower rates would not benefit domestic productions alone: 
they must be made uniformily operative and would only tend 
to increase the competition on the part of foreign pro- 
ducers. The act of the Federal Council above quoted, re- 
fusing to grant*foreign goods a lower tariff than domestic 
productions, bad gone as far as was possible. A reduction 
of the rates, such as was demanded by Mr. Von Géler, would 
seriously affect the solvency of the railroads, would require 
increased accommodations and load them down with lia- 
bilities in the shape of interest. That the agricuitural in- 
terest are in such a depressed condition as Mr. Von Gdler 
states, the speaker is not prepared to confess. Representative 
Buchtemann replied to the statements of Representative 
Von Géler, that to the friends of the latter gentleman ev 
erything in the way of railroad policy that could produce 
or retard the introduction of the s» urgently necessary for- 
eign grain, was “* national.” This was really no national but 
an agrarian view to take of the subject. 
Von Gdler, as would be observed, directed his attacks espe- 
cially against the transit trade and the differential rates. 
The remark made by the imperial Chancellor, however, to 
the effect that the railroad rates acted as a premium on im- 
ports equal to double, treble or quadruple the amount of the 
duties was incorrect. There have never been railroad 


freight rates from foreign ports on which the share of the. 
German railroads has been as much as one mark less than | 
their regular rate, and that would be about double the cus- | 


toms duty. Bavaria has been § etoeworgs trom attracting by 
differential rates the trade of Hungary to Switzerland and 
Hamburg from profiting by trade between Hungary and 
England and the Rhine country from supplying itself with 
Hungarian grain. The consequence is that this year Bava- 
ria has been compeies to restore the former transit tariff at 
lower rates than before and, secondly, that the Elbe River 


‘freight charges on the Elbe are cheaper than ever. Finally, 


advocates of the system of state owner-| 


Representative | 
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EIGHT-COUPLED LOCOMOTIVE FOR THE ST. GOTHARD RAILWAY. 


Eight-coupled Locomotives for the St. Gothard 
: Railway. 





Last week we published a side elevation of this engine. 
| This week we give a longitudinal section and plan, and 
transverse sections showing the construction of the engines. 
These,-and the following description, are copied from the 
London Engineer : 


These engines are of the Class D, and are excellent 
examples of continental work. The engines were built by 
Messrs. Maffei & Co.,of Munich, from the designs of Herr 
J. Stocker, Locomotive Superintendent of the St. Gothard 
Railway. The design is founded upon the eight-coupled 
mountain engines of the Southern Railway of Austria, the 
Upper Italian Railway and the Paris & ons Railway— 

the Jatter used for the Mont Cenis—but with considerable 
modifications, which are due to Herr Stocker himself. The 
aanonguness of the trailing axle below the fire-box, with a 
special disposition of the springs, to enable the fire-box 
to be properly supported, is a novelty. The steadi- 
ness of the engine at high speeds is thus greatly im- 
proved, and this was a matter of much importance in order 
that the engines might run at a sufficient speed through the 
great tunnel and elsewhere. The whole engine is made as 
short as possible, in order that the overhanging weight be- 
yond the short wheel base, rendered necessary by the curves 
of the line, may be as small as is practicable. Another point 
of novelty is the construction of the rear part of the boiler, 
which is more on the American pattern. 

The whole of these 15 engines were at work by June 1, 
1882. The specification stipulated that they should be able 
to haul 150 tons on a gradient of 2.7 per cent., but this has 
been frequently exceeded. It has already yo gene that 
, two of these engines have hauled a train of 41 ) 

the mountain section of the St. Gothard, at a speed of 9 to 
| 12 miles an hour; while on the valley section, with gradi- 
ents of 1 in 100, one engine easily hauls 500 tons at 15 miles 
jan hour. The directors of the St. Gothard Railway are per- 


| tion. 


tons over, 


The general dimensions of this set of 







lows: 

Fire-grate:—Length................2.005 job eessen a. 2 
DM tGibscakbwises Loneeedateere celles 3.31 ft. 
| Le ner yey . on £3 sq. ft. 

eR iain ee is 9 9s hes od nbes 0086000 onssaben 225 

IN nt, oan eed neice ke cris dons 1.07 in. 
Length between tube plates....... 13.78 sq. ft. 
Heating surface:—Fire-box............ 102 sq. ft. 
.. . J h iRS a eee 600 sq. ft. 
Ee ai avt sce veacws Scdecxese’ 1.702 sq. ft. 
Boiler:—Mean diameter of shell....  ...... rire | = 
Total length, with smoke-box................ 24.42 ft 
Height of centre line above rails............. 6.89 ft. 
BE ccatluhtarstined | nekah «ronheicene 149 lbs 
Frames:—Thickness of plates ..... ........... 1.38 in. 
Axies:—Diameter of journal. . a 7.87 in. 
Length of journals... 9.45 in. 
Wheels: —Diameter of tread.... .. 3.84 ft. 
Engine:—Diameter of cylinder.... 20.40 in. 
Pb ecleTerkdesd Gactensshurne a 2. oh 24.00 in 
Diameter of crank pin, driving axte.... ... 5.12 in 
CI 0 eee En Ss aped's heed snse batamhadhe nee 
NE nine nual 6 0db00 «vkasend 6500060R400040 44.0 tons, 
In working order........ sARb SEES S00suep ODED 50.8 tons. 


These figures show very clearly the great power of these 
engines, having practically 20-in. cylinders and 2 ft. stroke, 
with the high working pressure of 150 Ibs. As an illustra- 
tion, it may be mentioned that the work done by one only of 
the two cylinders at each stroke would be about 1,000,000 
foot-pounds, or equal to the whole amount stored in the 
Faure battery. which made such a sensation when conveyed 
from Paris to Glasgow not many months ago. 

The general specification of these engines was the same as 

















. It 
the 
ification of an English locomotive, and we 


| for the other ty 
presents severa 
ordinary s 
therefore give an abstract of it. Omitting the mere general 
and ordinary conditions, the main features are as follows : 

The locomotives and tenders are to be constructed accord- 

ing to the dimensions given for each particular class, and the 
general drawings annexed. All detail drawings which may 
| be required are to be made by the contractor. Before be- 
| ginning the work he is to lay copies of these and of his general 
| drawings before the managers of the railway. Any altera- 
tions required by them are to made by the contractor, and 
the drawing when approved will remain with the company 
and form the basis of the contract. In addition, the con- 
tractor, at the end of the contract, will supply a complete 
set of drawings to one-tenth scale of the engine as built— 
elevation, longitudinal section, horizontal section, and cross 
sections through the fire-box and smoke-box—and with all 
the chief dimensions written upon them. The materials are 
to be of the best quality; the works supplying them are to 
be named in the tender, and proof must be given when re- 
quired that these works are really employed. Tests of 
strength will be made by the company before use, either in 
' the works of the contractors or in some proving-house which 
they may select. The tests will be at the cost of the con- 
tractor. The various parts will be made of the following 
materials : 

A. Of crucible steel: The axles, both locomotive and tender ; 
| the tires for the locomotives, the eyes for all the eye-bolts. 
| B. Of cast steel: The tender tires, the springs, leaf and 

iral ; the pistons, the slide-bars, the axle-box guides with 

their keys, and the screwed rods for the vaive gear. 

C. Of cast iron: The cylinders and covers, the slide 
| valves, piston rings, steam pipes, grate-bars, brake-blocks, 
' and all parts of support and construction. 

D. Of copper: The inner fire-box, the horizontal stay- 

| bolts, all pipes for steam and water, including those in the 
smoke-box, the ends of the tubes in the fire-box tube-plate, 
the sanding and the lubricating pipes. 

E. Of brass: The cocks, valves, bearin 


s built for the St. Gothard ye | 
points of interest as compared wit 


| 


, regulator slides, 


c has assumed hitherto unknown proportions and | fectly satisfied as regards both their working and construc- | the nuts of the valve gear, screws, including all valves and 


| valve spindles which are in contact with steam. 
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F. Of plate iron: The boilers, frames, foot-plate, sides 
and roof of the cab, cleaning plates, the tubes—charcoal 
ron—and the tunks for water, coal, etc. 

G. Of wrought iron: All parts not otherwise specified, 
such as the wheel skeletons, the crank pins, connecting 
rods, axle-boxes, fire-box frames, valves rods, etc. The 
crank pins, the crosshead bolts, the ends of the connecting 
and coupling rods, the axle-boxes, etc., are to be case- 
hardened to a depth of at least 0. O8in. The connecting 
and coupling rods are to be forged from one piece. 

The materials are to be subjected to tests of strength and 
ductility, as given in the table below. The test pieces are 
to be cylinders of 200 mm. in length—say 8 in.—and at least 
200 mm. diameter—O.8 in. : 











C os Sa a 
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MATERIAL. "o28 6442 Es | Bag 
REVs mah = = 
“2-48 sop Se f&Su 
E“gq\ z5z| BZ | aS° 
ja 92)" linda With 
| EE A es Se 
| | pr ct.ot| 
| kg. pr |kg. per orig'n’s per 
|sq. mm. /sq.mm, jlength.; cent. 
1. Crucible steelaxles........... 26 | S35 18 35 
2, Crucible steel tires .... ..../ 3d | 65 15 23 
3. Bessemer stvel tender tires... sO |) «660. 15 30 
4. Boiler plate lengthwise...... | 20 | 386 15 _ 
5. Boiler piate, crosswise. na 18 34 12 — 
6. Rivet and stay iron...... cast a eee 1s _ 
7. Copper for fire-box and stay: | | 
WN Sia cdi sc akacxesdesesescae 7 | 2 45 =n 











The spring steel is to be made into a spring 1 metre long, and 
hardened, and must then be bent witha stress of 76 kilo- 
grammes per square millimeter, without taking any per- 
manent set. The tubes must sustain a pressure, inside and 
outside, of 20 atmospheres, without any permanent altera- 
tion of form. The various parts of each engine and tender 
must be interchangeable, especially the axles, axle-boxes, 
springs, pistons, cross-heads, connecting and coupling rods. 

he screws are to be on the Whitworth system, and are ar- 
ranged in sets, so as to require as few spanners as _ possible. 
All nuts within the boiler or smoke-box are to be locked, 
Nuts requiring to be frequently unscrewed, and other 
wrought iron parts exposed to friction, are to be case-bard- 
ened, The eyes of all eye-bolts are to be bushed with hard- 
eved rings of crucible steel, forced in by hydraulic or screw 
pressure. They are to be kept from turning round, and pro- 
vided with means of luorication, as are also ali other parts 
exposed to wear by friction. 

The work is to be done under the inspection of an officer 
appointed by the company, and thecontractor is to notify 
to the company the commencement of work upon the boiler 
and other important parts, cuch as axles and springs, in 
order that they may be inspected auring progress. The 
boiler is to be tested by water to 50 per cent. above the 
working pressure in the ivspector’s presence. Before the 
putting in of the tubes, one out of every 59 is to be selected 
for testing, and if 1t tails the whole lot may be rejected. 
Every spring is to be tested by a lever apparatus, to carry 
in the middle a dead load corresponding to a stress of 76 
kilogrammes per square millimetre, without taking any 
permanent set. 

On delivering the locomotives, the contractor mnst send 
in the statement of the exact weights which will be upon 
each axle of the machine and tender, both when they are 
quite empty and where there is 6 in. of water above the roof 
of the fire-box, and the water tank and the coal bunkers are 
quite full. , A detailed statement of the weight of each part, 
and of the weight of the separate materials composing it, is 
also tobe given. | 

The engine, when delivered, will be expected to run 400 
kilometres—say 250 miles—before it is accepted by the com- 
pany. There will be, bowever, a deposit of caution money 
by the contracter, whica will be returned when the engine 
has been two years in service or hasrun 30,000 kilometres; 
for the axles, wheels, tires and crank pins the period will be 
four years. 


On the Care and Maintenance of Iron Bridges. 





{Paper by Henry D. Blunden. M. Am. Soc. C., E. read before the 
Society Oct. 18, 1£82, with discussion by Thecdore Ccoper, M 
Am. Soc. U. E.] 

Many valuable papers have been both read and discussed 
before this Society on the design and construction of iron 
bridges, but of their care and maintenance after erection we 
have beard very little. Indeed, it seems to be the prevail- 
ing opinion, among almost al! classes that when an iron 
bridge is once erected, painted and the floor down, it is to 
last forever, requiring no care except an occasional coat of 
paint; and as an omission of this latter does not immediately 
affect the strength of the structure, is frequently neglected. 

After a close examiuation of a large nuraber of bridges in 
different parts of the state during a period of nine years, I 
am satisfied that they are invariably shamefully neglected. 

Asa general rule, the inimediate care of iron bridges is 
left to men who know nothing either theoretically or prac- 
tically ot the desigu or manutaciure of the structures they 
look after. To screw everything up tight seems to be the 
order of the day, regardless of consequences. If a rivet be- 
comes loose they replace it—perbaps the same rivet twoor 
three times in as mapy montks—seldom asking why such 
rivet becomes repeatedly loose, 

Some of these causes of undue wear and tear to bridges 
are as follows: 

The ties not having an even bearing on the stringers, with 
rails not properly spiked to the ties. The result of a passing 
load, with this condition of affairs, is a constant pounding, 
first from the rail to the tie, and then from the tie to the 
structure. Imperfect track at the bridge approaches, and 
too large openings at rail joints immediately on the bridge 
are often the causes of very severe shocks. 

The expansion gear (collers, etc ) is generally out of sight 
and hardly ever kept clean. Insufficrent freedom is often 
the cause of serious trouble. The writer, in 1875, saw the 
fixed end of a 180-ft. span, double-track reilroad bridge 
push the granite pedestal to which it was bolted into the 
back wall, on account of the free end being blocked by the 
fixed end of the following span. 

Improper auchoring down of the fixed end is another 
source of trouble, especially if the bridge be on a grade. 
For insvanee, in a double-track, two-truss, through bridge, 
tbe tendency is for one of the trusses to move in the direc- 
tion of the tratiic, the other remaining uearly stationary ; in 
such a case the lateral system bas a good dea] more to do 
than it was designed for. 

Poor masonry 1s also the cause of much mischief. No 
amount of anchoring or care with the rollers is of any use, 
unless the masonry bein a condition to resist the thrust of 
expansion and contraction of the structure. 

‘Tht free action of friction rollers is oftan blocked by the 
accumulation of dirt in tront of and around them; cinders 

round to powder by tve action of the rollers will, after be- 

Ing moistened by rain, form a concrete so hard that a ham- 

mer and chisel are required to remove it, If this is not 





frequently done the movement of the rollers will eventually 
be prevented, and the truss must then ,buckle, slide on top 
of the rollers, or move the bed plates. 

Cast-iron pedestals are ofteu so constructed that drain- 
holes are necessary. When these holes are over the rollers 
they invariably become channels for all kinds of dirt as well 
as water. 

Imperfect, or rather uneven adjustment of the laterals 
will give a wavy motion to the trusses under passing loads, 
causing a working at the joints. This is especially danger- 
ous with cast-iron chords or wrought-iron chords with cast 
joint boxes. 

In bridges with floors suspended from Y bolts, severe 
shocks are often given to the structnre by the uneven bear- 
ing of the cross-beam on its seat. If the hangers be in pairs, 
uuless most carefully tightened up and the seat givena 
uniferm bearing, one pair will carry by far the largest part 
of the load. The same trouble occurs with the stringer seats 
on the cross-beam. 


The over tightening-up of the counters will re 
lieve the main rodstand chords of a part of their 
dead __ load. Under this condition of things, on 


a load being applied, the counters are imprcperly strained, 
and the main rods and chords receive more or less shock, 
ending in the final breaking of the counter. If the chords 
be not properly packed, a cbance is given for the eye-bars 
to move; the result of this is either the cutting of the pin or 
the distortion of the pin-hole. 

The writer tested a sample cut from a counter broken 
— the above-mentioned conditions, with the following 
results: 

Uitimate, 44,000 Ibs. per square inch, 

Fracture, large crystals. 

Elastic limit, 36,000 lbs. per square inch. 

No elongation. 

No reduction. 

Although corrosion may not materially affect the strength 
of « bridge for many years, it most assuredly will in the 
longrun. The writer, in the case of one railroad crossing 
over another, removed from a3 in. by 1 in. flat bar of iron, 
io the bridge, scales almost ,; in. thick; this bridge had only 
been erected ten years, ard had been painted twice. 

Without going into the question of design, there is 
one point that appears to the writer as faulty. For 
instance, in a dvuuble-track, two-truss, through bridge 
with four parallel stringers, it is customary for 
the truss pedestals to rest on friction rollers at one end, and 
to be bolted to the masonry at the other, while the ends of 
the stringers rest upon sliding plates ora timber wall plate 
bedded on masonry. 

To obtain uniform results, should not the ends of the 
stringers rest upon a beam connected to the end pedestal, 
thereby throwing the entire weight of ‘the structure on the 
two fixed and two movable points ? 

False economy is often the cause of a very poor floor. For 
the sake of saving a few pounds of iron, the flange section of 
a stringer is made of two angles anda short cover plate, 
thereby necessitating a variety of notching down to give 
the ties an even surface. A section of two larger angles 
ie obviate any notching, except the ordinary sizing of 
the tie. 

Corporations very seldom take into consideration the cost 
of a floor and its future maintenance in canvassing pro- 
posals fer bridges. Many of those now built have floors 
which it is almost impossible to renew, either in whole or in 
part, without disturbing the entire structure. 


SUGGESTIONS FOR THE CARE AND MAINTENANCE OF IRON 
RAILROAD BRIDGES. 


Track.—The track for a distance of 500 ft. on each side 
of the bridge must be kept in perfect line and surface. If on 
a curve, the proper super-elevation should be maintained 
—_ the rails carefully bent, not sprung, to the required 
radius. 

When a bridge is at the foot of a grade, an elastic timber 
floor, upon which the rails are to be placed, must be carried 
back from the abutments at least 50 ft. This is especially 
necessary when the filling behind the abutments is of ma- 
terial easily affected by the frost. 

Ties.—Ties must be of sawed timber, evenly spaced and 
carefully sized toa uniform depth at the stringers, upon 
which they should have a full and even bearing. Whenever 
a tie become soft and is cut into by the stringer, or by the 
rail, a hard-wood shim must be used until the tie can be re- 
placed. The rails must be well spiked and drawn down to 
every tie; and at the lowest temperature the opening at the 
at the rail joints must not exceed % of an inch.. 

Guard Timbers.—Guard timbers, notched and screw- 
bolted to the ties, must be placed upon every bridge; 
they must be drawn down tight to the ties and kept 
so, Whenever the guard timbers extend beyond 
tke bridge, they must not be rigidly connected with 
the guard timbers upon the bridge. Allold spike and bolt 
holes in ties or guard timbers must, be plugged. 

Wail Plates.—Where timber wall plates are used, care 
must be taken to give them a full bearing upon the 
masonry. 

Masonry.—The piers and abutments must be kept clean 
and free from cinders and refuse material. All joints should 
be well pointed up, and frequent examinations made to de- 
tect fractures, or any signs of unequal settlement or move- 
ment of any kind. Whenever the masonry appears in the 
least degree insecure, a detailed statement of the facts 
should be sent at once to the Chief Engineer. 

Iron Work or Bridge Proper.—Frequent and careful in- 
spection must be made of all the iron work of the bridge, 
and especial care given to the friction rollers, pedestals and 
cast-iron work as being the parts most liable to give trouble. 
The rollers must be kept clean, so that they can 
move readily, and also be placed and kept at right 
angles to the line of bridge. If they cannot be 
cleaned from the outside, the trusses must be 
raised, the roller frames taken out, cleaned and replaced. 
Pedestals must be examined frequently to see if they are 
cracked or otherwise insecure. The nuts on the anchor bolts 
must be set up tight, and the drain-holes, if any, free and 
clear. 

Cast iron in any form is objectionable in a bridge, and 
particularly so when in the shape of chord joint boxes. 
These require constant watching, particularly in cold 
weather; and should any cracks or imperfections be dis- 
covered, a report of the defect, as much in detail as possible, 
should be at once submitted to the Chief Engineer. 

The rivets in the bridges should be examined from time to 
time, and loose ones cut out and replaced as soon as poss ible 
If the web sheet be torn and the hole becomes elliptical, it. 
should be reamed out and a larger rivet inserted, that is, 
provided the elongation be not more than \ of an inch 
greater than the diameter of the old rivet. Should the plate 
be torn to a greater extent, or the rivets after replacing be- 
come repeatedly loose, a full and accurate description of the 
defective parts should be submitted promptly to the Chief 
Engineer. 

When a bridge has been put in preper adjustment, the 
nuts and turn buckles on the hangers, counters, lateral and 
sway-rods must be clamped in place anda not altered. 
In bridges of ordinary span all of the parts will expand 
and contract so nearly alike that loosening or tighten- 
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ing the rods is unnecessary, and only productive of excessive 
strains in some of the members of the truss, 

ELxaminations.—Thorough examinations of every bridge 
should be made as often as possible, certainly not less than 
once in every 30 days, and more frequently upon those 
bridges which have some special weak points. Everything 
pertaining to the bridge and its surroundings should be care- 
fully inspected, and a report, giving the condition of the 
masonry, superstructure and track, with any recommenda- 
tions thought necessary, should be forwarded to the Chief 
Engineer, and in no case must extensive repairs or any 
alterations be made ina bridge until the same shall have 
been approved by him. 

Painting.—All of the iron work should be painted at least 
once in every three years, but should rust spots appear be- 
tween the periods of painting, they must be scraped and re- 
painted as soon as detected. 

Whenever the entire structure is to be painted, all rust 
must be thoroughly scraped off or otherwise removed, and 
the new paint applied evenly and not daubed on. 

The above suggestions are presented by the writer as the re- 
sult of an extended experience cn a long tine of road (the New 
York, Lake Erie & Western), with the hope that engineers 
of other railroads will also submit their ideas, and that out 
of the resulting discussion a greater knowledge of this 1m- 
portant subject may be generally disseminated among those 
having the care of such structures. Greater safety to the 
public will certainly be the result. 

DISCUSSION BY THEODORE COOPER. 

The rusting or corrosion of wrought iron at ordinary 
temperatures is a very important matter of consideration. 

The example given by Mr. Macdonald’ of the corrosion of 
an iron rod setin sulphur is nut an uncommon one; numer- 
ous instances, however, can be given where iron set in sul- 
pbur has not corroded. The explanation, to the writer’s 
mind, isa simple one. There is no chemical action between 
pure sulphur and iron at ordinary temperatures, these two 
elements only uniting at high temperatures—above red 
heat. But ordinary commercial sulpbur generally contains 
sulphuric and sulphurous acid. produced by the oxidation of 
the sulphur during its process of sublimation. These acids 
are the immediate corroding agents when the impure 
sulphur and iron are in contact. 

Such sulphur should be thoroughly washed before being 
used. 

In general, the rusting or corrosion of iron only takes 
place in the presence ef an acid and moisture. 

In dry air at common temperatures, or under pure water 
free from air and carbonic acid, iron does not oxidize. 
Neither does it oxidize in dry carbonic acid gas; nor to any 
great extent, if at all, in dampoxygen. But in the presence 
of moisture and many acids the corrosion takes place 
readily and continuously. 

The most common agent toward corrosion is carbonic 
acid gas. 

Prcf. Calvert found that damp air with a slight addition 
of carbonic acid produced a rapid oxidation; the process 
being, first a production of protoxide of iron, changing to 
the carbonate and then passing to the bydrated oxide or 
ordinary rust. Though the carbonic acid was the active 
agent in bringing about the combination, the carbonate of 
iron remained in small quantity—an apparent process of 
transfer or disposing influence. 

As our atmosphere contains carbonic acid gas and aque- 
ous vapor, and as ali natural wat:rs contain air and gener- 
ally carbonic acid in solution, the rusting of iron is uni- 
versal. It varies, however, in the degree of rapidity 
according to the ‘conditions of the special location ; the 
dryness of the air in certain regions making the action an 
exceedingly slow one, while in others the excess of moisture 
and gaseous acids produce an exceedingly rapid corroding 
action. In tubular bridges, tunnels covered with iron gird- 
ers, and the overhead parts of bridges, the iron work 1s es- 
pecially subject to corrosion, due to the excessive amount of 
moisture (condensed steam), carbonic acid and frequently 
sulphurous acid discharged upon ihe exposed surfaces from 
the locomotives. 

While the sulphurous acid, if present, is a very active 
agent in promoting corrosion, the greatest factor is undoubt- 
edly the carbonic acid gas. An analysis of a sample of rust 
taken from the Conway Bridge gave : 


Sesquioxide of iron... .............++- 93.094 per cent. 
Protoxide eee ik as beet eenereat 5.810 - 
Carbonate ETT oer 0.900 

acho thi Keene cia aabaree  sunmmmes 0.196 - 


Mr. Wm. Kent, found in rust taken from a Pennsylvania 
Railroad bridge, where it was exposed to the action of the 
escaping gases, carbonic acid in considerable quantities, but 
only traces of sulphuric and sulpburous acids. 

Under fresh or under salt water the corrosion of iron is 
largely influenced by the presence and amount of air and 
carbonic acid gas. 

The action generally appears to be greater where the iron 
is alternately wet and dry. 

The caustic alkalies and alkaline earths prevent the oxida- 
tion of iron by neutralizing the acids. Iron, therefore, does 
not corrode in alkaline solutions or when imbedded in lime. 

The testimony in regard to the action of a thin coating of 
lime whitewash upon iron is contradictory. The writer has 
seen many cases where whitewash has corroded iron rapidly ; 
others testify to its thorough preservative qualities. The 
difference may consist in the addition of other ingredients to 
the solution ; for example, it is often customary for white- 
washers to add common salt to the lime solution to increase 
the hardness of the coating ; again, others add glue or simi- 
lar material to the lime to increase its adhesive qualities. 
The one containing the salt would undoubtedly corrode the 
iron, and the otber with the glue would not doso, Whether 
a thin layer of lime only, after the lime had taken up its full 
equivalent of carbonic acid, would continue to act as a pre- 
servative is doubtful ; for from its hydroscopie character it 
would readily convey moisture charged with the destructive 
acid in to the surfaces of the metal. i 

As to hydraulic cement, the evidence is not so positive. 
Mr. Thos. C. Clarke. M. Am. Soc. C. E., says, in his report 
upon the Niagara Bridge, that on uncovering the anchorage 
links he found the iron as perfect as when put there, without 
the slightest sign of rust, though the mortar was saturated 
with moisture and the whole foundation evidently sur- 
rounded by water-bearing strata of rock. Gen. M. C. Meigs 
says he found a wrought iron pipe laid in cement concrete 
honey-combed and leaky after twelve years’ time, and he 
learns from plumbers that in their experience American 
cements corrode iron. 

This different testimony in regard to the action of cements 
may possibly be explained by the different circumstances of 
each case—such as the relative compactness and depth of the 
cement in which the iron is imbeaded. ; 

There is a possibility, however, that in certain cements the 
silicates may be soluble in_ water, and thus furnish the ecid 
agent toward corrosion. Mineral wool made from furnace 
slag very closely approximating the composition of bydrau- 
lic cements has been found in many cases to corrode iron 
very rapidly. It was claimed that this was enurely due to 
the hydroscopic character of this material, but recent in- 





* In a verbal discussion of the paper on the care and mainten 
ance of bridges. 
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stances reported to me would appear to lead to the belief | meemaiabiaie, that it is very important, both from points of 
that the wool in the presence of water not only corrodes the | economy and of safety, that the supervisiun of these points 


iron, but also disintegrates and hardens into a solid mass. 
Wet coal ashes-corrode iron very rapidly. | 


wrought-iron pipe buried in coal ashes was completely eaten | 
away in one year’s time. 

As a curious instance of the slight causes which promote 
oxidation, the experience ofa manufacturer of fine cutlery 
was related to me. He found at one time a large portion of | 
his goods being returned to him as in dama; condition ; | 
instead of the brighs clean surfaces for which such articles | 


other cause, it was located upon the man who sorted and | 
wrapped the kuives into packages. Everything he touched | 
was found to rust, from the peculiar acid character of his | 
skin exhalations. 

Similarly, it is well known that some persons cannot carry | 
pocket-knives or bright iron articles, as keys, etc., about | 
their person without their becoming very rusty. | 

The rusting of iron proceeds with great rapidity after it | 
has once commenced, because the rust of iron is a ready ab- | 


sorber of moisture and gases, and it thus constantly con- | cent. of them were found in a condition to do their best 


veys — elements of destruction into the yet unchanged | 
metal. | 

It is to this fact that the great difference in the rusting of | 
used and unus2d rails, machinery and tools is due. The | 
jars and vibrations to which the one is subjected keep the | 
surfacesclear of accumulated rust, that would act as storage 
reservoirs for the corroding elements. 

There is often much misconception in regard to the amount | 
of iron contained iu a certain thickness of rust, Dense com- | 
pact rust may contain enough iron to equal one-fourth or | 
one-fifth of its thickvess, but the locser and more common | 
kind of rust will not contain over } of its thickness in pure | 
iron. In other words, rust ¢ inch in thickness will contain | 
from yy to #; inch of iron, according to the density of the | 
rus‘, | 

The preservation of iron from corrcsion is a subject of 


should be given to competent men. 


| The original design affects the maintenance and care of 
Mr. Wm. Metcalfe, M. Am. Soc. C. E., states that a | our bridges, not only by the form and proportions of the 
and ; but also as it affects 

| the accessibility for cleaning and painting, the freedom from 
lodgment of water and dirt, the amount of surface exposed 
to corrosion, the number of parts subject to adjustment and 
the facility of repair and renewal of the ties or wooden 


structure and its details as to stren 


floor. 


v The writer has seen bridges recently constructed, and 
are noted, be found rusty, deeply oxidized blades. After | which have been accepted by engineers of an important 
much anxiety and watcbing to determine the cause, whether | railroad that have their wooden floors built into the iron 
it was damp paper, the ill-will of some of his agents, or | work in such a manner that a broken or decayed tie cannot | 


be replaced except by removing the whole bridg floor. 


The inspection of bridges should be something more than | 


the superficial examination of the track-walker. To know 


| that every member is doing its duty properly, and to dis- 


cover the reason when such is not: the case, and the remedy 
to be applied, requires the su 
class of men than usually are delegated to this work. 

Of hundreds of bridges gxamined during past years by 
the writer, it would be safe tosay that not more ten per 


duty ; many were badly neglected, and some positively dan- 
gerous; all showing a positive want of intelligent inspection 
and supervision. It. would undoubtedly be true economy, 
and certainly a just duty to the public, for-every railroad 
to have its bridges carefully and intelligently examined at 
least once a year by a special expert. If it accomplished 
no other end than to check and educate the ordinary local 
inspectors in a proper execution of their duties, it would 
pay for the expense. 








Wellman’s Patented Car-Wheel. 


The engravings represent different forms of a car-wheel 
which has recently been patented by Mr. Samuel T. Well- 
man, of Cleveland, Ohio. It is intended to make the wheel 





rvision of a more intelligent 


space of the coach clear ; cover the floor with inexpensive 
rugs where tired babies may roll and stretch their limbs as 
on their hume carpets.” Patent not yet applied for. 





ANNUAL REPORTS. 

The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 
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Charlotte, Col & Augusta...... 23 N. Y.. New Haven & Hartford. 22 
Ches+peake & Ohlo........ ...188 Northern Central ....... «123 
Chicago, Bur & Quincy.... .7, 11 Ohio & Mississippi .. . ....... 105 
Cnicago & Alton -- 123,14? Pennsylvania & N Y.........0.. 73 
Chi., Milwaukee & St. Paul 73. 167 Pennsylvania Railroad....150, 154 
C necinnati, N O & Texas Pi.. 39 Philade phia & Reading.... ... 22 
| Cleveland & Pittsburgh......... 30 Phila, Wit. & Baltimore....... 139 
| Columbia & Greenville......... 6% Pittsburgh & Lake Erle....... 40 
Connecticut River ... .. ..16 Portland & Ogdensburg..... ... 100 
Delaware & Hudson Canal.100, 122 Portland & Rochester. ......... 00 
Delaware, Lacka. & Western ..122 Providence & Worcester ...... 14 
European & North American.. % Rochester & eS 905.208 41 
Fitchburg.... St Lonis, Iron Mt & Southern.167 
Grand Trunk . ) St. Paul & iuluth..........0. 2. 104 
Hannibal & St. Joseph ......... 163 South Carolina............ . 89, 121 
Hartford & Conn. Western.. ek Serre 164 
Houston & Texas Central . Virginia Midland .. .. 100 
Huntingdon & Broad Top Vab»sh, St Louis & Pacific....167 
ilinois Centrai_........ ; 1 Western R. R. Association....... 37 
high Coal & Navigation EE RR ee: 100 
OS NS ree | 3 Worcester & Nashua............ 40 
ETE TNE, 000 00 cccccccoccens 73 
Camden & Atlantic. 

This company owns a line from Camden, N. J., to Atlan- 
tic City, 59.79 miles, with a branch to South Atlantic, 5.71 
miles. It Jeases the Philadelphia, Marlton & Medford road, 
from Haddonfield to Medford, 11.70 miles, and the May’s 
Landing road, trom Ezg Harbor to May’s Landing, 7 miles, 











vast importance, and has given rise to many ex 
more or less effective, such as alloying iron wi 


ients 
other 
metals, as chromium, tin, copper, arsenic, etc., to obtain a 
less corrodible metal: plating the surfaces with other less ox- 
idizable metals, as nickel, tin, copper, silver or gold; coat- 
ing with zinc, a metal that is readily oxidized upon the sur- 


face, but whose oxide, when formed, ‘omes a protection 
to any further oxidation (when not subject to other acids 
than carbonic-acid gas); coating with fused mineral enam- 
els; covering with lacquers; coating with magnetic oxide 
of iron by the processes of Barff or Bower, by subjecting to 
high temperatures and the presence of moisture; and lastly, 
the use of paints of innumerable characters. 


_ For general engineering structures, the coating given to 
iron surfaces for their protection against corrosion must be 
not only moderate in cost, but of such a character as to be 
readily renewed when removed by accident or design. It 
must also differ from zinc in being able to resist the corrod- 
ing action of sulpburous-acid gas and the chlorides, in loca- 
tions where these may occur. 

This practically reduces us to the use of paints (using 
this term to include not only the paints proper, but 
varnishes, oils and other materials applied in a 
liquid form). The relative merits of the paints 
depend upon their durability, adhesiveness and impervi- 
ousness, The cracking of the paint and want of adhesion 
produced by too- rapid drying of the paint, and the 
want of adhesion due to the presence of rust upon the surfaces 
of the iron are the most frequent causes of failure in the 
better classes of paints. All rust should be carefully re- 
moved from the surfaces of the iron before painting; a coat 
of raw linseed oil then makes an excellent covering for the 
surface, elastic, perfectly adherent, and a good durable sub: 
stratum for future coverings. In order to getour iron work 
out of the shops quickly and in a condition to be handled, 
we resort too often to quick-drying paints, to the future in- 
jury of the work. 

As to the pigment to be used for the covering of this sub- 
stratum, red lead, oxide of iron, ete., each have their own 
advocates, 

The maintenance of iron bridges is so dependent upon the 
detail of their design, and the method and character of the 





centre of two or more sections of soft steel bolted or riveted 
together. The peripheries of these sections form retaining 
rings to hold the tire in case it should break. 


The inventor describes the construction as follows in the | 


specification of his patent: 


In construoting one of my improved car-wheels the soft 
cast-steel plates are first temporarily secured together for the 
pu of boring the rivet-holes, and also of effecting such 
turning as may be necessary to fioish the plates. The tread 
of hard cast-steel, which has been previously turned to the 
required shape (allowance being made for shrinkage) is now 
heated, and the plates A and B placed on opposite sides of it 
in such manner as to en their flanges with its annular 
gruoves. When this adjustment is obtained the plates are 
permanently secured together by rivets, as shown. After 
the wheel is formed in this manner the outer aay my A of 
the tread is turned and finished; but this may be done 
before it is secured to the plates, if desired. During the 
operation of finally securing the plates together and locking 
the tread to them hydraulic or other pressure may be 
ploved as an auxiliary to the process. 

The modified form of wheel shown in figs. 3 and 4 of the 
drawings is substantially the same as the wheel shown in 
figs. 1 and 2 of the drawings, the only difference being that 
instead of having an imperforate body, the same is formed 
of spokes N, which are riveted together, and which are cast 
integral with the inner and outer plates of the wheel. - 

In the modified form of wheel shown iu figs. 5 and 6 of 
the drawings the hub is formed with the outer plate alone, 
the inner plate being provided with a central aperture to fit 
over the inner portion of the hub. In this wheel also the 
plates are secured together by bolts, which may, if desired, 
be applied to the wheels shown in the first figures of the 
drawings. 








New Ideas. 


Theglatest idea in car construction. is suggested 
woman’s letter to an Indianapolis paper. Itis “te fit upa 
car with different heights of seats, having say one-half the 


em- | 


in a| 


WELLMAN’S PATENTED CAR WHEEL. 


| making a totai of 84.20 miles worked. The statements for 
| the year ending Dec. 31 were presented at the recent annual 
| meeting. 

The stock and bonds are as follows: 
Common stock $377,400 





Preferred stock......... ccseeeeeeereeee - _ 830,650 
SEE GRUB. sa nccdccanneced 2040000042000 ¥O0ts 0be eee 1,319,400 
NN ais Sibvkn eakesecsadb nos an! Seka cinbwoshaibaned 2,577,450 


The bonded debt consists of $490,000 first-mortgage 7 per 
cent. bonds, $497,000 second-mortgage 6 per cent. bonds, 
$225,000 consolidated 6 per cent. bonds, and $107,400 real 
estate bonds and mortgages. 

The earnings and expenses for the year were as follows: 














Earnir $550,406 $512,830 = ad * is 
Expenses... coves resese See 084 °373,864 D. 23.730 3.7 

Net earnings.... .... $190,392 $159,016 I. $51,396 36.9 
a we ea es 
Per cent. of expenses..... 65.42 72.88 D. THE | dene 


The gress earnings were larger than in any year since the 
formation of the company, except in 1876, when competi- 
tion was not so sharp as it was iast year. The Medford road 
was only worked about three months in 1881. 

The income account was as follows : 





Web GRAIN. onc. 658s 2 cseccenscne onto Pereirs $190 321.84 
| Ipterest, state tax, etc...... Leoeeees p++. $100,724.79 
interest on Kensington & N. J. Ferry oe 
BR os ccasneincceaeeqsnngeousike os +00 
i i PRONE 0550 00005¢00¢ SAB8T2. 
| Dividend on preferred stoc _ 34.878.00 140,008.64 
Balance, surplus for the year........-.+-+-++4++ $50,318, 30 
Increase of floating debt and decrease of assets ..... 56,039. 
Total balance .........ccccccsecccccsccesseccsese $106,357.39 


This balance was expended in improvements of road, addi- 
| tional equipment and other additions to property ’ 

The Pennsylvania Railroid Co, bas recently acquired a 
controlling interest in the stock, and the road will hereafter 
| be worked in close alliance with the West Jersey, although 
' the separate organization will be maintained, 
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Norfolk & Western. 


This company owns a line from Norfolk, Va., to Bristol, 
408 miles, with branches from Petersburg to City Point, 10 
miles, and from Glade Springs to Salt Works, 10 miles. It 
has under construction the New River Division from Cen- 
tralto Pocahontas, 75 miles (now completed), making 503 
miles owned. The New River Division was not opened for 
traffic last year. The report is for the year ending Dec. 31. 

The equipment consists of 82 engines; 28 passenger, 2 
sleeping, 7 mail and 9 baggage and express cars; 675 box, 
200 stock, 282 platform, 398 gondola and 81 caboose cars; 
2 officers’ cars, 1 pay car, 1 wrecking car, 1 pile-driver car 
and 92 maintenance of way cars. 

The general account is as follows, condensed : 














PRGA RIOR a5 isk ece! ens cre i e0e- isesesenesicde $18,000,000.00 
I os hae Seah cca kGes-d0ad) sens etmenes 3,009,000.00 
IR aa in cicsm sch secda tee! casdcenecde” cae . 12,778,600.00 
nc aneins amsncceses acene 52,400.00 
Bills, accounts and balances. . . Suk kicace sewer 1,221,711.95 
Surplus balance of income............... .....+.++- 371,782.79 
I WGA. FOL LLE EEE ELECT TTL TEE $35.924,494.74 
Road and equipment........ ........ $30,677,197.55 
CII GINIE SC Satadec woe th geen cas 552,400.00 
Stocks and securities owned........ 533.670,00 
Nortolk & Western bonds... .... .. 147,000.00 
> = preferred stock.. 4,000,000.00 
Materials... .... PF ee EE ea 239,760.11 
Accounts and balances..............- 446,745.16 
CRG cioascst stceseiacs Kewenes s0nrie 327,721.92 








35,924,494.74 

The funded debt consists of $496,000 Norfo'k & Peters- 
burgh first-mortgage bonds; $703,000 Southside _first-pre- 
ferred consolidated, $581.300 second-preferred and $452,800 
third-preferred bonds; $55,500 Virginia & Tennessee pre- 
ferred stock, $990,000 enlarged mortgage and $1,000,000 
fourth-mortgage bonds: $6,500,000 general mortgage bonds 
and $2,000, New River Division bonds. The interest 
charge is $810,696 yearly. 

The traffic for the year was as follows: 





Train miles, passenger............ 492,6. 
peal: SMES LAG SSI) ahah aeacscies vese sinensis ses 1,304.39: 
service and switching ............ ....... 257,194 
Rh aN ok cao aa scans Pek Bice ed os ceed 2,054,245 
263,347 


PASSENZErS CATTICD..... 2.2... cece esse ec eeeee ceeeeees 
Passenger-miles “ye 





Tons freight carried. 608,337 

, SG >. GR re ener me . .133,231,218 
Av. train load: 

IIE SS ice 655,645.50 9905,c0%5, ou sed 30 

I st be Seen cecieuvedscancccssecensoceD 102 


Av. receipt: 
EE EE ee ae ee eee ere te © 
Per ton-mile...... ES RE en eae eee 1.38. * 

The increase in passengers carried was 47,443, or 21.9 per 
cent. ; in passenger-miles, 1,841,063, or 14.1 per cent. The 
increase in tons carried was 70,234, or 13.0 per cent.; in 
ton-miles, 12,676,765, or 10.5 per cent. The average rate 
on local passengers was 3.11 cents and on through 2.47 
cents per mile. The average rate on local freight was 1.76, 
on through 1.05 cents per mile. 

The earnings for the year were as follows: 











1882. 1881. Increase. P.c. 

IN is annie en enene | Re are Same 
PRONOES «0.5 506 5 dasncses oo oa 
Mail and express .......... 7 eee 
Miscellaneous... .:......... a ee ee eae 

WRK bosses keseees $2.429,740 $2,267,289 $167,451 7.2 
po a eee ree 1,322,577 = 1,163,233 =159,344 13.7 

Net earnings......... $1,107,163 $1,104,056 $3,107 0.3 
Gross earn. per mile ...... 5,677 5,297 380 7.2 
Ne — * Pa eaamiigs 2,587 2,580 7 03 
Per cent. of exps........... 54.43 51.30 3.13 .. 


Earnings were diminished by the short crops resulting 
from the severe drought of 1881, and by the lack of suffi 
cient equipment, which prevented the road from carrying 
business which it might have secured. 

The income account was as follows : 





ean. wane hang hiks eignedckedwiee ae $2,429,740.12 

Interest and discount, balance...................0 6... 63,388.85 
SR Gos Be hag Sab cae waehbes ckwidn a) dacwe mas $2,493,128 97 

RRO. «6.00.0 cccnsccecce Cae SeRKEEeS 1,322,576 63 

Interest on funded debt................ 729,359.36 





2,051,935.99 





Surplus for the year........... $441,192.98 





SN I 55 kaos ass cncecvaccsccnveee sien 530,589.81 
eek ueicmiche Riese ens Koca dos cAeerss sae eee $971,782.79 
Dividends on preferred stock, 4 per cent............ 600,000.00 





I, TS Bs oo ono coves icc scsacancecs $371,782.79 

Expenditures for improvements of road and equipment 
amounted to $458,845.65 during the year. 

Extensive terminal improvements are being made at 
Norfolk by the Norfolk Terminal Co., which is controlled 
by this company, and is to be consolidated with it. The 
Roanoke Machine Co., in which this company has a con- 
trolling interest, is building shops at Roanoke of a sufficient 
size to do all the work for this line and the Shenandoah 
Valley road. 

During the year 32 miles of steel rai!s were laid, 180,351 
new ties used, and a large amount of ballasting done. There 
are now 364.5 miles of steel in the main line and 43.5 
miles of iron only. 

A handsome new passenger station was built in Norfolk, 
a convenient passenger house at Roanoke and a number of 
smaller buildings were erected. A new freight house is in 
progress at Lynchburg. 

The report says: ‘‘ These and other improvements of a per- 
manent nature have not only exhausted the improvement 
and construction fund which was provided, but have 
caused an excess of expenditures amounting, Nov. 30, to 
$195,433. Finding the need of money for this and other 
purposes, the pages | negotiated the $500,000 general 
mortgage bonds whic had been reserved, and in Jaa- 
uary, 1882, placed the proceeds in the treasury of the com- 
pany. * * 

‘‘In order to provide additional means for the purchase of 
rolling stock, your company negotiated a car trust known 
as the Norfolk & Western Car Trust, the Fidelity Insurance, 
Trust & Safe Deposit Co. being the trustee, for the sum of 
$500,000, the principal and interest being divided into pay- 
ments running through a period of 72 months, notes being 
payable monthly. On account of this, notes amounting 
to $27,620 have already been paid by your company, in 
addition to 10 per cent. upon the cost price of the property 
purehased and so far delivered under this trust. The equip- 
ment thus acquired is 9 engines, 6 passenger cars and 700 
gondolas.” 

The completion of the New River Division was delayed 

by some unexpected difficulties, On Dec. 31, there were 58 
miles completed, and the whole line is now in operation 
from Central to Pocahontas, 75 miles. 
_ The Cripple Creek Extension, from Martin to Speedwell 
Furnace, 47 miles, will reach some important minera! depo- 
sits and a number of furnaces. Work upon it will be begun 
as s00n as some assurances are given of traffic from those 
sources, 





THE RAILROAD GAZETTE. 





The consolidation of the companies composing the New 
River Division with this company was completed May 9, 
1882. The report says: ‘‘ Your compary, by the terms of 
this consolidation, may increase its capital stock to 
$29,000,000, of which there has been issued, in addition to 
the original issue of your company at its organiza 
tion, 30,000 shares of preferred stock. This additional issue 
was made in exchange fora like amount of the preferred 
stock of the New River Railroad Co. 

‘** Your company being the owner of the entire amount of 
stock of all these companies, the "Norfolk & Western Rail- 
road Co. became possessed of these 30,000 shares of prefer- 
red stock, and they now remain in the treasury of your 
company, to be used or disposed of as may be deemed best 
for the interests of the company.” 

An issue of $4,000,000 bonds is authorized on the New 
River and Cripple Creek branches, and $2,000,000 have 
been sold. 

A close traffic agreement has been concluded with the 
Shenandoah Valley Co., under which that company is to 
issue $2,500,000 income bonds, of which $1,500,000 are to 
be sold at not less than 60 per cent., to pay floating debt, 
buy equipment, etc., and the remainder are not to be sold 
without consent of this company. This company agrees to 
set apart out of earnings from traffic exchange with that 
road a sufficient amount to guarantee’4 per cent. on these 
income bonds; it also agrees to advance to the Shenandoah 
Valley Co. $200,000 yearly for three years from Jan. 1, 
1883, provided this amount shall be necessary to pay the 
fixed charges of that company, receiving income bonds as 
security for the repayment of such advances. 

The report says: ‘* For the purpose of enabling the Nor- 
folk & Western Railroad Co. to protect itself fully in the 
performance of this contract, the Norfolk & Western Rail- 
road Co, accepted from the stockholders of the Shenandoah 
Valley Railroad Co. a subscription for 30,000 shares of its 
common stock, and agreed to accept payment therefor in 
20,000 shares of the stock of the Skenandoah Valley Rail- 
road Co., provided a fund of at least $900.000 should be 
raised by the Shenandoah Valley Railroad Co., in accord- 
ance with the terms of the traffic contract of Dec. 29, 1882. 
It was also agreed that further subscription could be made 
to the common stock of the Norfolk & Western Railroad 
Co. on behalf of the holders of the present issues of shares 
of the stock of the Shenandoah Valley Railroad Co., pava- 
ble in the stock of the Shenandoah Valley Railroad Co 
share for share. This subscription to the common stock will 
place in the bands of the company at least 20,000 shares out 
of 37,674 shares, the total capital stock of the Shenandoah 
Valley Railroad Company.” 


Wabash, St. Louis & Pacific. 


The report of this company for the year ending Dec. 31 
shows that the mileage worked at the close of the year was 
3,518 miles, an increase of 170 miles during the year. The 
average mileage worked was 3,401.6 miles, agafost 2,779.3 
miles in 1881, an increase of 622.3 miles. 

The general account is as follows: 
Common stock.... 


: . $27,140,500.00 
Preferred stock....... 


ASH AT SRE SS cS TASS oak Cela 23,034,200 .00 


. 50,174.700 00 
70,937 854.15 
3,037,000.00 
239,056.67 


Total capital stock 
Bonded debt as 
Loans payable ... 
gO RE Se ae ee es ee 
Balances. consisting of audited vouchers, taxes 

accrued, but mot due, Ct... 2... -ccecccccces secs 
Interest accrued but not due, coupons for same 

maturing between Dec. 

1883 


1,902,272 .89 


CRO ROCs ees ee bes0800C CEES ESe SEED (0, beceseneve 1,443,039 .83 








Total Mabaso... .6..c2censccesccs ose ss000e Qe TeOe. Oe 
Cost of road, equipment and appurtenances......$113,285,92).44 
Expenditures for construction and equipment, 

Pe 2 ie es OR MERE sare tae yr sns.casa siatiscemuss 
Sundry securities and property on hand........... 
Supplies on hand ... 
Income account since 


3,944,012.74 
8,667,696 .73 
700,404 .09 
2,025, 880.54 





S +++» .$127,733,923.54 
The bonded debt consists of a great number of issues 
secured upon various sections of the road. The interest 
charge last year was $4,302,006. There was an increase of 
$219,000 in common stock, $1,000 in preferred stock and 
$4,645,995.88 in bonded debt during the year. 
The earnings for the year were as follows : 


Total assets...... 











1882. 1881. Inc.or Dee. P.c. 
Freight..... ... $11,885,226 $10,667,907 I. $1,217,319 11.4 
Passengers...... 3,944,520 3,067,989 I. 876,531 28.6 
Seer 366,317 298,385 I. 67.932 22.8 
NS ee 521,020 343.236 I. 177.784 51.8 
Miscellaneous... . 134,607 90,273 I. 44,334 49.2 
PEC Pere $16,851,690 $14,467,790 I. $2,383,900 16.5 
Expenses........ 11,664,752 10,792,944 I. 871.808 8.1 
_Net earnings. $5,186,938 $3,674,846 I. $1,512,092 41.1 
Gross earn. per 
Moin is havens 4,954 5,206 D. 252 4.8 
Net earn. per 
MR aryta ceases 1,525 1,322 I. 203 15.4 
Per cent. of exps. 69.22 74.59 D. 5.37 


The increase in expenses was proportionately much less 
than that in gross earnings, the result being a very con- 
siderable gain in net earnings. 

The average receipt per ton-mile in 1882 was 0.950 zent; 
cost, 0.694, leaving the net earnings 0.256 cent per ton- 
mile. 

‘ The division of operating expenses last year was as fol- 
OWS : 


Total amount. Per train mile. 
Transportation $4,268,645 31.52 cts. 
Machinery........... sacbaare’ 2,431,471 17.95 ‘‘ 
eee ase 953,320 wo. ** 
Maintenance of way............ 2,790.813 20.61 * 
Maintenance of cars............ 897,142 6.62 “ 
General expenses............-.. 323,36 2.39 


Total . +» $11,664,752 86.12 cts. 
Only the mileage of trains earning revenue is considered 
in the above statement. 
The income account for the year was as follows: 
Net earnings, as above. $5,186,.938.25 












Rent of tracks and property...............0....ee00s 84,035.42 
Dividends on securities received.... ...... ....... 78.415.00 
Balance of earnings on sundry pools.... 56,903.69 
* “ $$ * unlimited ticket : 59,405.94 
St. Louis Bridge & Tunnel, profit................. ‘ 50,000,00 
NRE ER Ry rege pe he 8 NS SPN $5.515,698.30 
Interest on bonded debt.............. $4,302,006.39 
Rentals..... At ee 987,608.11 
Taxes and discount..... ........... 575,506.96 
Use of foreign cars, balance......... 221,149.49 


Miscellaneous accounts....... 


6,098,720.25 





$583,021 95 
1,452, 858.59 


Deficit for the year 
Debit balance, Jan, 1, 1882........... 





Debit balance, Jan. 1, 1883............. .-«. $2,035,880.54 
The report says: ‘During the year the sum of 
$3,044,012.74 has been expended for new construction. 





Embraced in this charge is the sum of $377,827.22 for the 
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St. Charles bridge over the Missouri River, $461,500 to- 
ward the completion of the Humeston & Shenandoah road 
and $966,209.98 for car trust and other rolling stock obliga- 
tions. These expenditures were rendered necessary in order 
to finish new lines commenced in the previous year, but the 
requirements of the current year will be comparatively 
small. The floating debt of the company is entirely the re- 
sult of these construction payments, but the company owns 
securities, consisting mainly of bonds and stock, valued at 
$8,667,696.73, available for the liquidation of the floating 
and future requirements. * * * The numberof miles of 
road worked during the year was 3,518 miles or an 
average increase of 622.3 miles over the year 1881. 
The greater part of this increase was by the acquisi- 
tion of new lines, where the business was very light on ac 
count of failure in crops. 

‘The heavy and almost continuous rain-storms’ during 
the greater portion of the first six months of the year 
caused very considerable damage to embankments and 
bridging, both on the new lines and older portion of the 
road, causing considerable delay in the movement of trains, 
and increasing the operating expenses, on account of the ex- 
traordinary damages to track and bridging. 

‘** The loss of one of the spans of the St. Charles bridge iu 
December, 1881, made it necessary to renew the two 
through spans, it not being consilered safe to permit one of 
ne _ spans to remain, as two of similar construction had 

aile 

‘* Two new iron spans of superior construction and abund- 
aut strength have been substituted for the old ones, the 
masonry for the new iroa viaducts on each approach com- 
pleted, and all the iron work for the viaducts delivered on 
the ground and partly erected. The cost of these improve- 
ments and renewals was 3377,827.42. 

‘*The failure of the corn crop raised in 1881 extended 
over every portion of the line, and in very many localities 
where large crops were usually raised the failure was 
almost a total one, and in very many instances corn was 
imported into portions of our best corn-producing sections. 
This failure of the crop which furnishes ths line with its 
heaviest tonnage very considerably affected the earnings of 
the entire line during tne year. A very large share of the 
corn moved was transported but short distances, as com- 
pared with previous years, when it was moved over the 
entire length of the roade The number of bushels of corn 
moved on this line in 1882 was 21,110,000; in 1881, 30,- 
000,000, and in 1880, 32,650,000, or an average falling off 
of over 10,000,000 bushels carried, as compared with the 
two previous years; or a falling off in earnings of $650,000 
in this one item of transportation as compared with the pre- 
ceding year. In all other kinds of freight moved a satis- 
factory increase in tonnage is shown a3 compared with the 
years of 1880 and 1881, the increase of coal tonnage being 
exceedingly large, and more than double what it was in 
1880.” 


lilinois Central. 


We vublished Jast week, from advance sheets, the report 
of the directors of this company for 1882, and alsv the gen- 
eral balance sheet, and the profit and loss account, A sum- 
mary of the remaining portion of the report is given below. 

The mileage was substantially the same as in 1881: a 20al 
branch of 10 miles was added, but was not completed until 
very nearly the end of the year. 

The equipment consists of 224 locomotives; 125 passenger, 
12 smoking, 17 sleeping, 12 baggage and smoking, 49 bag- 
gage, mail and express, and 7 old passenger cars; 3,346 box, 
583 stock, 111 combination, 51 fruit, 95 refrigerator, 4 pow- 
der, 278 flat, 1,473 coal, and 120 caboose cars; 2 officers’ 
cars 1 pay-car and 21 wrecking and other service cars. 

The traffic of the vear was as follows: 

82 





1882. 1881. Inc. or Dee. P.c 
Passengers ecarried.... 4,319,211 4, 08,047 IL. 8.3 
Passenger-miles.. 85°55" 954 L. 4, 
Tons freight carried. , 2,! 9.578 I. 745 1,2 
Ton-miles.......... -417,7& ',652 386 1.31,757,228 8,2 

Average receipt: 

Per passenger-mile.... 2.39 cts, I. 0.23 ct. 10.7 
Per ton-mile........... 1.42 * D. 0.10 ** 6.6 





Of the ton-miles in 1882 there was 52.9 per cent. north 
bound and 47.1 per cent, south bound ; 76.7 per cent. of 
local, and 23.3 per cent. of through business. 

The average rate per ton-mile on through freight was 0.92 
cent; local freight, 1.57; north-bound freight, 1.46 : south- 
bound freight, 1.36; ‘average of all, 1.42 cents per ton-mile. 

Some statistics of train mileage are as follows: 











Train miles : 1882. 1881 Inc. or Dec. P.c. 
Passenger...........- 703 1,838,264 I. 135,439 7.3 
Freight ................ 3,474,567 3,746,797 D. 272,230 7.3 
Service and switching 1,593,788 1,421,471 L 172,317 12.1 

Total................ 7,042,058 7,006,532 I. 35,526 0.5 

Av. train load : 

Passengers, No ....... 43 45 D. 2 4.4 
Freight, tons ......... 120 103 IL. 17 «(16.5 
Av. receipts : 
Pass.-train mile........ 119.14 cts, 112.46 cts. I. 6.68cts. 5.8 
Freight-train mile..... 183.34 “* 168.45 “ I. 1489 “ 8.9 
Average, all trains.... 126.45 * ee See | ee 
Expenses ‘ 56.78 * 50.34" D. 256“ 498 
Net 69.67 “ 6320 -£ @ae “* WS 


eled 


The cost of locomotive service was 15.77 cents per mile 
run, against 16.58 cents in 1881, a decrease of (0.81 cent, or 
4.9 per cent. 

The earnings for the year were as follows : 
















1882 1881. Inc. or Dec. P.c. 
Freight... > .. »85,9'2,152 $5,875,649 I. $42.508 08 
Sees 2,037 71.2 1,775,721 I. 261,991 14.8 
MENGE SS Nbas Aeuboas bas 16.1 3 143,117 1. 2,026 1.3 
0 er ree 158,7..8 138,499 I. 20,239 14.8 
Sleeping cars.......... 43.86) 365 095 I. 7.765 21.5 
Rent of property........ 9 t 71,143 I. 20.916 29.4 
Rent of tracks.......... 20 240.228 D. 36,229 15.1 
Storage and dockage... 22 16.757 D. 12.335 73.4 
| ee 45,318 37.908 I. 7,320 19.2 
Train news agency..... +f 4,450 I. 467 10.5 
Cairo wharf boat... . 3,398 I. 1,057 31.1 
“ transfer. ........ . 144,348 139,970 I. 4,378 3.1 
Mileage, cars and engns. 2,189 93,372 D 1,183 1.3 
Total. . 4 $8,905,312 $8,586,397 I. $318,915 3.7 
Expenses. katie e cea 166 4,158,167 D. 159,601 3.8 
Net earnings..........$4,906.746 $4,428,230 I. $478,516 10.8 
Gross earn. per mile 6,745 6,503 I. 242 «3.7 
Net m= - a a: le 3,716 3.354 I. 362 10.8 
Pec cent. of exps.... .. 44.91 48.42 D 3.51 


The operating expenses above do not include anything 
for taxes, rentals or improvements. 

The Land Department reports sales of 23,455 acres to 
458 persons for $114,381.26, and of town lots to the amount 
of $2,940. Sales of purchased lands and town lotsamounted 
to $1,647.68. Deeds were issued for 20,940 acres, leaving 
297,092 acres unconveyed (including lands under contract), 
out of the total land grant of 2,297,183 acres, There still 
remain unsold 206,590 acres, all of which, except a few 
hundred acres, is in Southern [llinois. There are on hand 
bills receivable and contracts for land sold amounting to 
$327,746.32. The total cash receipts were $149,166.46 ; 
expenditures, $21,657 91 ; net receipts, $127,508.55, which 
amount was turned over to the Treasurer. 
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The result of the year was as follows: 


Earnings of main lines........ ..... Pua knees ean seule $5,661,316.63 
Net earnings over Chi., Bur. & Quincy.... ......... 448,461.74 
Earnings over other lines.... ..............-. 113,802.54 
Calpe SRD 6 fo inscinccsd “etdedek a Es 144,347.62 


Springfield Division.. . Snes ankt Gotaetitebbincs 330,471.35 
SE SPEC cas Goshincestecttsdel tenbescenanene 261,380.55 


. $6,959,780.43 


$1,093.866.20 
708,914.39 
142,751.16 





Total earnings in Llinois . 
Leased lines in lowa: 
Dubuque & Sioux City ... ........... 
Iowa Falls & Sioux City.... ......... 
Cedar Falls & Minnesota . 





1,945,531.75 








sane ake eeae eae tee $8,905,312.18 
$3,998.565.75 
396,036.11 
22,115.94 
66,598.27 
761,226.96 


Total earnings. 
Working expenses . ..... -... ee 
Charter tax paid state of Illinois ... 
Taxes, Springfield and Middle Divs.. 
Taxes, leased lines in Iowa.......... 


——— —-  5,244,543.03 
Se Rises i. 5s bkia es rhs Sasdeoesbacaase $3,680,769,15 
Net receipts of land office............. cee seccsess 127,508 .55 


181,825.00 
18,223.76 


$3,988,326.46 


Interest on Chi., St. L. & N. O. bonds....... .... 
MREREE, We vcccnnn,  Srpessen want eelneneastencts 

DOO oo sesadissoccccsteisitee> anaes 
Interest on bonds...................... $531,€00.00 
Dividends,7 per cent...... ..... .... 2,0389,000.00 
Construction account in Illinois ...... 1,271,451.63 


3,832,451.63 





$155,874.83 

Additions and renewals include the laying of 8,717 tons 
of steel rails and 401,710 new ties ; 5.03 miles of new fence 
in Illinois, and 42.09 miles in Iowa. There were 16.21 
miles new sidings laid, and 79.69 miles of track ballasted 
with stone, gravel or cinders, There were 2,782 feet of 
bridges rebuilt, two new spans of iron bridge erected and a 
new draw-bridge over the Chicago River begun. 

There were 9 locomotives built to replace old ones 
broken up. The cars were generally repaired and put in 
good order. Charges to equipment account were $109,739 
for 22 passenger cars ; to coustruction, $1,141,450.16 in 
Illinois, and $109,567.05 in lowa, this charge including 
exvess of cost of steel rails over iron. 

General Superintendent Jeffery’s report says: ‘ A coal 
branch 10 miles long, from Buckingham on the Middle 
Division northerly to the coal mines in Essex township, 
was completed in the latter part of the year, making the 
total length of road operated in Illinois 928.19 miles, 
and 402.16 miles in Iowa. There are in add:tion 219.83 
miles of side-tracks; 41 miles of second, third and fourth 
tracks; an aggregate of 1,591.18 miles of tracks, of which 
854.90 miles are in steel. 

* The necessity for extending the second main track south 
from Kensington has long been felt. This work was entered 
upon last year and completed to Homewood. 9 miles. Be- 
tween there and Monee, 10.5 miles, the second track is nearly 
finished. Two main tracks, for the use of freight trains ex- 
clusively, between Chicago and Grand Crossing, 9.5 miles, 
were begun, and the greater part of the work was completed 
at the close of the year. The two passenger tracks were ex- 
tended from Oakwood to Grand Crossing, 1.17 miles, and 
one-half the grading is done for their extension to Kensing- 
ton. 

**The extension of the Kankakee & Southwestern Rail- 
road—Middle Division—from Colfax to Bloomington, 20 
miles, was nearly completed; the gradiug and bridging are 
practically finished and 11 miles of the track laid. 

** A double-track branch, 5 miles long, from Parkside to 
South Chicago, is well under way, and will be ready for use 
this spring.” 


Cleveland, Columbus, Cincinnati & Indianapolis. 


This company owns lines from Cleveland, O., to Colum- 
bus, 188 miles; Delaware, O., to Springfield, 50 miles ; 
Galion, O., to Indianapolis, Ind., 203 miles ; a total of 391 
milesowned. [t leases the Cincinnati & Springfield road, 
from Springfield to Cincinnati, 801g miles, and the Mt. 
Gilead Short Line, from Levering, O., to Mt. Gilead, 2 miles, 
making 47214 miles worked. The earnings given below are 
fcr the 291 miles owned. The report is for the year ending 
Dec. 31. 

The equipment consists of 154 locomotives ; 75 passenger, 
6 sleeving, 8 mail and 19 baggage and express cars ; 2,719 
box, 599 stock, 629 flat, 1,379 coal and 61 caboose cars ; 
1 directors’ car, 1 pay car and 12 wrecking and other service 
cars. 

The general account is as follows: 
ere ne eee eccliitdya: soicrendseern $15,000,000.00 
Less BENG BY COMDOUT 26... csescsce osc cones : 8,400.00 


PENNS DUO 5. nodcn os beds. 5 sane asotanen $14.991.600.00 
DOES ce: Salt cox s:cnb cewhkat hk eheecttesesbed. wah 6,365,000.00 
Buils, accounts and balances payable ............. 1,024.039.53 
Balance to credit of income ...............+seeeneee 2,851,984.43 

OUI 6.5 isin, nw anniacnrnsc) pale epa cements 2 cab ele 
Road and prope:ty.... ......-.....- $18,808,793 62 


Materials and fuel .................- 
Stocks, bonds, real estate, etce...... 
Cincinnati & Springfiel:l advances.. 
Indianapolis & Sr. Louis advances. . 
Bills and accounts receivable. ...... 
a, Sees 


183.058.12 
1,673,97:3.30 
2,159.931.21 

723,140.64 
1,47€,628,93 

206,898.24 

——— —— — $25,232, 423.86 

Stock is unchanged, except that the company owns 
one share more than last year. The bonded debt was re- 
duced $43.000 by bonds redeemed for sinking funds ; it con- 
sists of $50,CCO Cleveland, Columbus & Cincinnati bonds : 
$367,000 Bellefontaine & Indiana bonds ; $3,000,000 first- 
mortgage sinking fund bonds, and $2,948,000 first-consoli- 
dated bonds. : 

The traffic for the year was as follows : 

Train-smiles. 1882. 1881. Inc. or Dec. e. 

° 34.963 3. 








Passenger. . 1,035,899 1,000,936 I 5 
Freight... .. 2,185,172 2,512,385 D. 327,213 13.0 
Service and s 1,173,890 1.170,976 I. 1,914 0.2 

| ee are 4,395.96L 4,684.297 D. 290,336 6.2 
Pas-engers carried... 1,035,764 899,330 I. 133.434 15.2 
Passe nger-miles....... 44,759,982 41,689179 I. 3,070,803 7.4 
Tons fre ght carried. 2.755.867 2.880.923 D. 125.046 4.3 
Ton miles........ .....447,411,484 480,723,710 D. 33,312,2.6 6.9 

Average train-load : 

Passengers, No........ 43 42 1. 1 2.4 
Freight, tons. ........ 205 191 L. 14 7.3 


Average receipts: 


Per pass.-mile........ 2.235 cts. 2.159 ets. I. 0.076 ct. 3.5 
“ ae ee 0.744 * 0.937 * D. 0.193% 20: 

Per ton-mile... ...... 0.706 °° 0.671 FT. 0.035 °* 5,2 
m FE, cin was 0.193 ** 0.160 ° I. 0.033 ** 20.6 


Locomotive service cost 17.43 cents last year, against 
17.46 cents per mile run in 1881. There was an increase in 
cost of repairs, but a decrease in cost of fuel, stores and 
wages. 

The division of freight traffic and the rates thereon, in 
ceuts, were us follows : 


-——Through- — — ——-Local—-— 








Ton-miles. Rate, Ton-miles. Rate. 

East-bound..... .... 240.253.318 0.585  46.557.878 1.170 
West-bound.......... 119,268,911 0.771 41,331,377 1.180 
Total..... 359,522, 0.591 87,889,255 1.176 





Of the total freight traffic 64.1 per cent. was east bound, 
and 35.9 per cent. west bound. 

The average receipt and cost per tou-mile, in cents, have 
been as follows for ten years past : 





Rec’pt. Cost. et. Ree’pt. Cost. Net 
1882. 0.706 0.573 0.193 | 1877... 0.899 0.849 O41 
1881.. 0.671 O51L 0,190! 1876... 0.814 0.756 0.058 
1880..... 0.792 9590 0.202 | 1875...... 1.005 0.887 0.118 
BIPOER. cscs 0.697 0.575 0,122) 1874.. .. 1.192 1.051 0.141 
1878 . 6.752 0.655 0.097 | 1873.. 1.362 1.499 0.2638 





The average receipt last year was 51.8 per cent. of that of 
1873, while the cost was 46.7 per cent., and the average net 
receipt 73.4 per cent. 

The earnings for the year were as follows : 








1882, 1881. Inc. or Dec. P.c. 

IE iid? icccceneese se $3,159,417 $3,225.356 D. $65,939 2.0 
PT ssecacn 45000 1,006,270 899,918 I. 100.352 11.2 
Mail and express......... 178,789 165,077 IL. 13,712 83 
MC Ga wxcer wespee 103,' 86,271 I. 16,854 19.6 
ie tipiepidsmroiied $4,441,601 $4,396,622 1 $64.979 1.5 
FE re ee 3,085,055 3,079,858 IL. 6,197 0.2 
Net earnings....... $1,356,546 $1,296,764 I. $59,782 4.06 
Gross earn. per mile..... 11,360 11,199 I. 161 1.5 
Net e = Oy babed 3,469 3,317 L 152 4.6 
Per cent. of exps........ 69.46 70.37 D. 0.92 y 


Taxes, which are included in expenses above, were $i21,- 
275 in 1882, and $112,689 in 1881. The working expenses. 
deducting taxes, were 66.73 per cent. of gross earnings last 
year. 

The year’s earnings of the various fast freight lines over 
the road were as follows: 


Pennsylvania R. R., Empire Line........ .............. $127,848 
my 3 ke Erie & Western, South Shore 

PERE GS A RS RS $11 
Great Western Dispatch..................6.-- 325 

— 236 
N. Y. Central & Hudson River, White Line... $667,996 
Merchants’ Dispatch........ ........... -coce ©6906 
IE, EE, co cncccccsccs be ceseneagesse 315 
BD DOE BID cc ccccccecccdbdacedosscass 66,937 


——- — 1, 023,364 





TOA. 0... 405% 5 nbbogtebyobee ct? bi. cbbbuw saa catl $1,151,548 

Ascompared with 1881, there was a 
earnings of $207,431, or 15.3 per cent. 

Advances were made to the Cincinnati & Springfield dur- 
ing the year, amounting to $279,020.06 to meet the Weficit 
in operating ; $138,839.30 for purcbase of lands in Cincin- 
nati and elsewhere ; $20,369.54 tor construction of Middle- 
town Branch ; a total of $438,228.90 advanced. 

The Mt. Gilead Short Line earnings were $4,863.42 ; ex- 
penses, $4,848,19 ; net earnings, $15.23, a small decrease as 
compared with the previous year. 

Track renewals for the year included 1,628 tons of steel 
rails and 201,676 new ties. There were 7.66 miles of new 
sidings built and 18.69 miles of track were ballasted. There 
are now only 11.68 miles of the main track laid with iron 
rails. Nine new iron bridges were built, two new trestles 
completed and extensive general repairs made to bridges. 
Several highway crossing gates were put up. the station 
buildings repaired and a new ore dock built at Cleveland. 

One switching and 10 mogul freight engines were built 
and 7 old engines broken up. Ten new passenger cars were 
bought, one mail, two baggage and two chair cars built. 
A number of freight cars were rebuilt and 200 coal cars 
bought. More mogul engines are to be purchased, to replace 
the lighter freight engines now in use. 

‘ ne income account and the Treasurer’s statement are as 
ollows : 


decrease in these 


Net earvings for the year...  ............66.5 cece eee $1,356,546. 16 
Premiums, interest, land sold, etc............ ...... 94.305 28 


OI sas ateomdin ys xéscdaonsss oid endies pi bed $1,450,851 .44 
a Ere $504,913.75 
Judgment paid, income tax suit........ 6.015 .52 





510,929.27 
$939,922. 17 
189,384.16 
671,186.09 
37,560.00 





ia ia Si is kids tek oP b se asa as ane as ye 
Treasurer's cash, Dec. 31. 188L........ ...........-. 
Cin., Ham. & Dayton stock sold....  .... «2.2... 
Davton & Union bonds sold...................eeeeees 


Bilis payable increased......... ....... 20 eeeeeeeeee 15,000.00 

EE MII 5556-015 6:50 vedecbon ics F3KK4 ose. ws anes 7,563.84 

ee ee ere Fe REy = eRe ene $1,995,616 .26 
Bonds redeemed... ...............+0+-00- $43,000.00 
Additions to property ........-..... .... 315.701.97 
Advauces to Cin. & Springfield.......... 38,228.90 
es Ind. & St. Louis.... . . 723,310.64 


Bills receivable and sundry accounts... . 268,446.51 





1,788,718 .02 
Treasurer's cash, Dec. 31, 1882................ $206,898 .24 


A dividend of 2 per cent. from the surplus earnings of the 
year was declared and paid on Feb. 1, 1883. 

President Devereux’s report says : ‘‘ During the first six 
months of the year there was no improvement in the through 
rate of freight traffic, which was in a state of almost hopeless 
depression, and continuing at the lowest point that had ever 
been reached in the conduct of railroad transportation. But 
in June, through the earnest co-operation of all roads, an 
agreement was established, restoring a very moderate tariff, 
upon which for the last half of the year freight rates were 
well maintaiued. The restored rates were nevertheless very 
low, and the basis of the winter tariff only reached the figure 
of 30 cents per 100 pounds Chicago to New York. 

“The average gross freight rate per ton-mile for the vear 
is 0 706 cents against 0.671 cents in 1881, an increase of 
0.035 cents, or 5.22 per cent. The cost freight rate per ton- 
mile for the year is 0.513 cents, against 0.511 cents in 1881, 
an increase of 0.002 cents, or 0.39 per cent. 

“The gross freight rate of the year, only about seren mills 
per ton-mile is uvreasonably low, and the cost freight rate 
per ton-mile will compare favorably with that of other roads. 

“There bas been in many quarters an increase in freight 
coming to and passing over the road, but on the north and 
south of the main line, between Indianapolis and Cleveland, 
a loss of tonnage has heen perceptibly felt through the ope- 
rations of new ard rival roads. The competition of such 
lines, which develop or originate a limited traffic, but draw 
or divert largely from the older and established roads, has 
to be endured. On the Cincinnati & Springfield Division 
the withdrawal of the New York, Pennsylvania & Ohio 
Compa ny’s traffic occured on the first of the year. * * 

‘‘With the dissolution of the Ohio Railway Co. your direct- 
ors sold the 9,199 shares of the stock of the Cincinnati, Hamil- 
ton & Dayton Railroad Co., which had been purchased for 
reasons appeering in the annual report of 1 No bene- 
fit could accrue to this company from further holding of the 
said shares. 

‘** During the vear, and in pursuance of the general author- 
ity con‘erred by the stockholders and directors, the interest 
of the Pennsylvania Co. in the Indianapolis & St. Louis 
Railroad and its leased line, the St. Louis, Alton & Terre 
Haute Railroad, has been acquired by tbis company upon 
terms satisfactory to your Board. And, on Feb. 24, 1883. 
the old lease to the Indianapolis & St. Louis Railroad Co. of 
the St. Louis, Alton & Terre Haute Railroad was substan- 





181 


tially superseded by a new and modified lease agreed upon 
between the St, Louis, Alton & Terre Haute Railroad Co. 
and the Indianapolis & St. Louis Railroad Co. as reorgan- 
ized. This lease will, as soon as the proper legal notice can 
be given, be submitted to you for your ap) al. 

“The principal changes are that your company becomes 
a joint lessee with the Indianapolis & St. Louis Railroad Co., 
and jointly liable for the rent to be paid. Under the former 
lease the rent was 30 per cent. upon the gross earnings up to 
$2,000,000 ; and 25 per cent. of any excess over said amourft 
until the year’s earnings reached $3,000,000 ; 20 per cent. 
of any excess over $3,000,000 was to be paid, and it was 
guaranteed that inany event the agreed percentage should 
amount each year to at 000. 

** Under the new lease the rent guaranteed is $450.000, 
and that amount is all that is to be paid unless the gross 
earpings exceed $1,750,000, and then but 20 per cent. is to 
be paid of the excess of gross earnings over $1,750,000. 

“The modification is thought to be very important, and 
with the entire line from Cleveland to St. Louis now in 
your sole control. it is believed that your property will be 
ereatly benefited, and that the Indianapolis & St. Louis 
Railway, with its leased line, heretofore a great burden 
upon you, will hecome self-sustaining. * * 

“The railway with its equipment bas been maintained 
to standard in every part. Attention is particularly 
directed to the accompanying reports and exhibits as con- 
taining the fullest information of the year’s results, and 
explaining the affairs of the company. And recognition is 
rendered of the faithful and efficient service in the per- 
formance of duty by officers and employés generally. 

“The work of the year has been attended with unusual 
complications. The outcome, it may be said, is not unsatis- 
factory, and the future of the property seems more secure 
and promising than at any period since 1867.” 


Manhattan. 


A report submitted by the New York State Engineer to 
the Senate, in response to a resolution of that body, contains 
the first authentic statement of the operations of the Eievat- 
ed lines in New York for the year ending Sapt. 30, 
1882. The report is voluminous and goes at great length 
into the question as to what was the capital actuaily ex- 
pended on these roads. There is room only for the conclu- 
sions reached by the State Engineer, which are as follows : 

‘* First—That no fraud bas been either exercised or at- 
tempted on the part of these corporations as against the 
state at large, the public or individuals, with reference to 
the amount of capital actually expended, the actual cost of 
construction and equipment, or the rates charged for 
transportation. 

** Second—That the amount of securities issued by the re- 
spective corporations, as represented by their outstanding 
stock and bonds. was no greater than was actually required 
in order to provide the means necessary to secure the proper 
construction and equipment of their railways, and that the 
whole amount of these securities has either been absorbed 
or utilized in good faith for that purpose. 

‘* Third—That it is the common practice of railway cor- 
porations both in this state and the United States to charge 
the losses or discount on their securities to the cost of con- 
struction, equipmevt and other necessary expenditures, and 
there appears to be no valid reason why these elevated rail- 
way corporations should be inhibited from pursuing the 
same course. 

** Fourth—That the roads were at first regarded as wild 
and visionary undertakings, and it required years of the 
closest study accompanied by costly experiments before their 
completion became sufliciently developed to induce capital- 
ists to invest in their securities upon any terms—and even 
at the present time their final and permanent success must 
be regarded as exceedingly problematical. 

‘“* Fifth—That with regard to the Manhattan Co., which is 
now the lessee and operator of the railways of the two other 
companies, he is unable to see that its stock should be re- 
garded inany degree as a factor in the capital actually ex- 
pended by the lessor companies in the construction and 
equipment of their lines.” 

The other statements of the report are given below : 


NEW YORK ELEVATED. 
The ‘capital actually expended” as stated by the State 
Engineer, is as follows : 





re is aida wae ‘ neh $6.500 V00 
Frst-mortgage 7 per cent. bonds... 8,500,000 
SU Sibessscesuse coe toeene 391,921 


$15.391,921 
The earnings and expenses for the year were as follows: 


SIGRID in0ds. sank ssdsseunrecenes apessscabuce $3,216,369 
Working expenses............. -...++++-+- $1,844,600 
WINE s 5 vo v0.60. ccccces ‘ 208,463 

-— 2,053,153 

No ria isk ss. sasdaczsisivecsnerdagnr $1,163,216 


These net earnings were equivalent to 7.55 per cent. on 
the “capital actually expended.” If the interest on the 
bonds be deducted, the remainder is equal to 8.74 per cent. 
on the stock. 





METROPOLITAN. 

The * capital actually expended ” is stated as follows : 
Se enn’ Capi eekee beitahee ¥ . $6.500.000 
First-mortgage 6 per cent. bonds... .......-.....+-..- 10,818,000 
Second-mortgage 6 per cent. bonds.... ........... ... 2,000, 
Cash items....... ..... 1s sotaakeses 172.869 

dad aicss iene nabbaromicnan cus ce eeeecee sees. $19,490,869 

The earnings and expenses for the year were as follows : 
CNR eh isiedinscs toe «dip etcesoteonas pipe ake $2,757,264 
Working exp nses............ $1,823,680 
Taxes........ << 202,088 

—_—-_—-- 2,025, 7€8 
EN Se PT Ty ee TT er $731,496 


These net earnings were equivalent to 3.75 per cent. on 
the “capital actually expended.” If the interest on bonds’ 
be deducted, there is a deficit of $37,584. 


RECAPITULATION. 


The recapitulation or total result of the operation of the 
two roads, with the taxes of the Manbattan Co. included, is 
as follows for the year : 


Gross earnings. all lines............... PP ...$5,973,633 
Working expenses, all lines................ $3,668.37 
Wines, GE TGR icc c ccscccsccccsescccicvcsecs 410551 
Taxes, Manhattan Co.............. -e0-0 109,095 
—— 4,188,014 
Net earnings... ... SdieSachvons dene sitelee end $1,785,619 


These net earnings were equivalent to 5.12 per cent. on 
what the report calls * capital actually expended ”—that is, 
on the $13,000,000 stock, $21,318,000 bonds and $564,790 
cash items of the two companies. --Deducting interest on 
bonds leaves a balance equal to 3.81 per cent. on the stocks. 

If the $13,000.000 Manhattan stock be added, the net 
earnings were 8.78 per cent. on the entire nominal capital, 
or to interest on the bonds and 1.90 per cent. on the entire 
stock. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—Ali persons connected with this paper are forbid- 
den to ask {x passes under any circumstances, and we 
will pe thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RatLRoAaD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpItoR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materiaily 
assist us in making our news accurate and complete if thy 
will send us early information of events which take place 
under their observation, such as changes in railr offi- 
cers, organizations and changes of companies, the letting 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de 
sired. Officers will oblige us by forwarding early — 
of notices of meetings, elections, appointments, and es- 
eager annual reports, some notice of all of which will 

published 


—— 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, out it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


THE ILLINOIS CENTRAL REPORT. 

The Illinois Central Railroad, which for some years 
after 1874, when most other Western railroads had 
considerable increase in traffic (though not always in 
earnings) suffered a great decrease in traftic as well 
as earnings, in its freight traftic since 1877 and in its 
passenger traftic since 1879 has shown a growth so 
’ great and rapid as to prove that it has outgrown the 
disability that so suddenly and sharply checked its 
progress after 1874. 

The report for 1882 shows that its system of roads in 
Illinois and Iowa earned gross in 1882 3% per cent. 
more than in 1881, when they were larger than in any 
previous year since 1869. Gross and net earnings and 
working expenses of the whole system worked since 
1867 have been, with gross earnings of the Iowa lines 
separately, as follows : 














= —— —-Total_-_-——_— — lowa lines. 

Gross Expenses Net Gross 

earnings. and taxes. earnings. earnings, 
L868 ...$7,817,629 5,032,279 $2,785,350 $1,019,698 
1869.... 8,823,482 5,403,952 3,419,530 1,442,484 
1870.... 8,678.958 5,249,120 3,429,838 1,467,405 
1I87L.... 8,401,142 24.96 3,276,176 1,348,691 
1872.... 8,026,754 5,360,345 2,666,409 1,413,321 
1873.... 8,268,325 5,084,682 2,530,890 1,677,301 
1874..... 7,900,721 4,492,780 3,407,941 1,627,898 
1875.... 7,802,556 4.428547 3,374,009 1,850,127 
1876.... 7,040,969 4,270,206 2,770,763 1,619,277 
1877... 6,639,845 3,505, 3722 3,134,473 1,513.15 
1878.... 7,111,184 3,479,625 3,631,559 1,538,558 
1879 7,234,464 3,421,710 3,812,754 1,523,182 
1880.... 8,304,811 .117,097 4,187,714 1,775,487 
1881.... 8,586,397 4.623,518 3,962,879 1,852,443 
1882.... 8,905,312 4,483,316 4,421,996 1,945,532 


In all the years of great activity in business previous 
to 1873 this company made no progress in earnings. 
The vast teritory in Illinois, which it had had pretty 
much to itself, was being gridironed with railroads, 
and they diverted traftic about as fast as it grew, 
and their competition brought down the rates, in 
addition ; and after 1873 there was a decrease in traftic 
joined with a reduction in rates which at last made the 
gross earnings in. 1877 about one-fourth less than in 
1869. 

It is true that there was very soon such a tremen- 
dous decrease in the working expenses that the decline 
in net earnings was by no means so serious. Indeed, 
the greatest reduction in profits was during the era of 
high prices before 1874, when though earnings fell off 
expenses could not be decreased. 

The length of road worked, it should be borne in 
mind, reached 1,008 miles in 1870, and did not change 
until 1878, when it became 1,256, and has since in- 
creased to 1,330—of which 402 miles has been in Iowa 
since 1870. 

When these Iowa lines were leased it seemed alto- 
gether probable that before this time they would earn 
per mile nearly or quite as much as the Illinois lines 
were then earning. The Illinois lines then earned $10,219 
per mile. In 1879 the Iowa lines earned $3,781 
per mile, and in 1882 $4,831. These earnings obsti- 
nately refused to grow until quite recently. But 





since 1879 their rate of growth (as was to be expected) 
has been much faster than that of the Illinois lines, 
though the latter have had some increase in mileage. 
The increase in gross earnings since 1879 has been 27 
per cent. on the Iowa and 144 per cent. on the Illinois 
lines. 

The earnings of the Iowa leased lines for the four 
years from 1869 to 1872, inclusive, averaged $1,418,000 
a year; they were not completed until 1870. The 
average earnings per year, for the four years from 
1873 to 1876, inclusive, were $1,693,900; then for 
three years from 1877 to 1879 they were $1,525,000; 
and for the last three years have been $1,858,000. 
There is hardly another such example to be found of 
a long line opened through a fertile prairie country, 
mostly unoccupied, which made so very little progress 
in earnings as did these 402 miles in northern Iowa in 
the twelve years from the opening of the road until 
1880. It has always been certain that this line would 
have a heavy agricultural traffic, but the time when 
the traftic would come depended chiefly on the settle- 
ment of the country west of Fort Dodge, and this has 
been remarkably slow in coming. But it seems to be 
coming now, and the increase in the earnings last year 
is the more significant because the crops of 1881 were 
not good. It is the increase in the area cultivated and 
the immigration which has given the additional traffic, 
and it has been made in spite of a large increase of 
competing railroads in Northwestern Iowa, which 
have reduced the territory which makes use of the 
Illinois Central, the Milwaukee & St. Paul, the Chicago 
& Northwestern and the Burlington, Cedar Rapids & 
Northern, all having built lines in the territory which 
until lately was served almost exclusively by the 
Illinois Central. The great development of the rail- 
roads in Dakota, west and northwest of Sioux City, is 
not likely to be of great advantage to the Illinois Cen- 
tral, however, except as it builds up the trade of 
Sioux City, because all these Dakota lines are owned 
or controlled by companies which have lines of their 
own to the East, which naturally will take the through 
traffic. The Illinois Central not owning the line 
across lowa, but paying a high rental for it, which 
increases with its earnings, has not had the same mo- 
tive for extending west of Sioux City and making 
branches in Iowa as if it had owned the road. 
The larger part of the profits on the traffic which 
such lines would bring the Dubuque & Sioux 
City line would go to the lessors. The rental and taxes 
were 424 per cent. of the gross earnings of these lines 
in 1882. The expenses are not given, but there was 
probably some profit on the lease that year. Only of 
late years has there been, however. and the lessee has 
advanced nearly $1,200,000 for their improvement. 

We have said that the traffic fell off after 1874, and 
that of late years it has grown rapidly again. Its 
course may be traced exactly by the following table, 
showing the amount each year since 1865 : 





-——Millions of——— ———Miilions of-—— 

Year. Pass.-miles. Ton-miles Year. Pass.-ini'es. Ton-miles 
1866 56. 135.2 &75.... 30.8 284.6 
1867. 42.5 ie ee 51.2 264.6 
1868..... : 47.6 25. _ ee 46.1 249.3 
1869 ‘iii 53.3 950.5 | 2078..:..... 43.8 306.3 
54.3 5.4 1879. ere 44.6 335.5 
i ee 50.6 Bt Bec css 63.3 381.3 
1872... 51.8 ‘3s | eee 82.1 386.0 
1873.... 48.5 ae | Snes asce 85.3 417.8 
1874 51.1 273.6 


This road had an enormous traffic during the war in 
the carrying of soldiers, and the heavy passenger traf- 
fic of 1866 was arelic of it, and of the necessary South- 
ern movement directly after the war. The next year 
it was probably more nearly a normal year for that 
time. From 1867 to 1870 there was an increase of 28 
per cent. in passenger traffic, and of 96 per cent. in 
freight traffic. The whole of the Iowa lines had been 
acquired meanwhile. The passenger traffic was 
never again so large as in 1870 until 1880—in 
1877 it was 15 per cent., and in 1878 19 per 
cent. less. The increase in this traffic since 1879 
has been marvelous—no lessthan 91 per cent. Doubt- 
less a very large part of the increase has been in the 
suburban traftic out of.Chicago, which, as we have 
shown elsewhere, last year formed one-fourth of the 
total passenger traffic ; but even allowing for this, the 
increase is extraordinary, especially in view of the 
stationary or declining condition of this traffic in all 
the other years since the war. From 1881 to 1882, how. 
ever, the growth was but moderate. 

Freight traffic continued to increase with but slight 
interruptions until after 1875, The whole 402 miles of 
the Iowa lines were worked first in 1871 for a whole 
year. From 1871 to 1875 the increase in freight traffic 
was but 8.4 per cent., and nearly all this gain was lost 
in 1876, and in 1877 the freight traffic was an eighth 
less than in 1875. But since 1877, progress has been 
rapid, as on many roads, and in 1882 thefreight traffic 
was 274 per cent. greater than in 1877, and 113 per 
cent. more than in 1875. 

The distribution of traftic in the two directions is ex- 
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ceptionally favorable on the Illinois Central. There is, 
on the average, about as much freight moved south as 
north. 

The freight movement (in millions of ton miles) 
northward and southward over the road has been for 
eleven years : 


Year. South. North. Year. South. North. 
ae . 142.9 oR See 144.1 162.3 
161.4 RIGS | 2670... 206.0100. Te 165.2 

165.4 BEE | SOs ko sevicisnd 198.4 182.9 

160.3 1243 1881 204.8 181.2 





Previous to 1876 we see that the southward move- 
ment was largest ; in 1874 it was not less than 60 per 
cent. of the whole, but in 1876 it was only 46 per cent. 
But in the eleven years there have been but three— 
1876, 1878 and 1882—that the north-bound movement 
was largest. The variations from equality, however, 
have been very small compared with many other 
roads. Some of the most important have three or 
four times as much in one direction as in the other, 
the trunk lines among them. 

This evenness in the movement inthe two direc- 
tions is favorable to large train loads and low working 
expenses—or would be if the traffic were even on the 
several lines, and not made so by a predeminating 
south-bound movement on one division being 
balanced by a predominating north-bound movement 
on another, which is quite possible. The working ex- 
penses are an unusually small percentage of the 
earnings, but not remarkably low in amount, 
as the average rates are higher than on most 
roads in Illinois, But the average freight train 
load is not large, but small rather. Last year, when 
it was considerably larger than ever before, it was 
1294 tons. This probably is due to the fact that an 
overwhelmingly large proportion of the traffic is local 
—78 per cent. in 1882. In respect to rates and train- 
Joads it contrasts with its next neighbor, the Chicago 
& Alton, as follows : 


—-Rate per mile.- ~Av.tr.load.— P.c, 

Per ton. Per pass. Tons. Pass. of ex. 
Illinois Central. ...1.42 cts. 2.39 cts. 129.5 3.2 44. 
Chicago & Alton..1.26 * 1.95 * 189.0 65.3 54.6 


The average expense per ton per mile would be then 
about 0.639 on the Illinois Central, against 0.688 on the 
Chicago & Alton and per passenger mile 1.075 cents on 
the Central against 1.065 on the Alton—very nearly 
alike. It is the difference in the rate that makes 
the proportion of expenses so much smaller on the 
Illinois Central. Considering that the Chicago & 
Alton has train-loads 50 percent. larger, we should 
not expect it to cost more on it. The earnings and ex- 
penses per train-mile on the two roads were : 


Receipt. Expense. Profit. 
Illinois Central. . ‘as ..-$1.71 $0.77 £0.94 
Chicago & Alton........ se.- 2.02 1.15 0.87 


These comparisons, however, are more interesting 
than profitable; for though the two roads are neighbors 
for along distance, they are quite unlike in many essen- 
tial particulars. The Chicago & Alton is the chief line 
between Chicago and St. Louis, and has a large share 
of the through traffic between Chicago and Kansas 
City and St. Louis and Kansas City. The through 
traftic of the Illinois Central is much less important, 
Then the latter’s coal traffic is much less important. 

The flourishing condition of the [Illinois Central's 
leased ‘‘ Southern Division” (by the purchase of which 
it made large profits, and by the lease of which it has 
become a through line from Chicago and St. Louis to 
New Orleans), and the improvement of its long station- 
ary Iowa lines, which seems likely to continue, make its 
future very promising. Its obligations are extremely 
light, and by far the larger part of its net earnings 
goes to its shareholders. 

The Illinois Central took possession of the Chicago, 
St. Louis & New Orleans road Jan. 1 last, so that the 
report for 1882 may be said to conclude one period in 
the history of the company. As the leased road has 
been controlled in its interest for many years, it will 
not greatly change its position; but we shall hereafter 
have, doubtless, reports of the results of its operation, 
which have not been given heretofore, not even the 
amount of working expenses being published, but only 
the gross earnings. We have noted heretofore that it 
sometimes has larger earnings per mile than almost 
any other Southern road east of the Mississippi. 


BUYING OFF COMPETITORS. 


Receiving pay for not working seems on its face ab- 
surd and demoralizing, but we have several times pro- 
posed it as a rational remedy for some evils quite 
often occurring in railroad competition, and now it is 
announced that this policy has been adopted by the 
Southwestern Association with regard to the line be- 
tween St. Louis and Kansas City formed by the St. 
Louis & San Francisco and the Kansas City, Fort Scott 
& Gulf roads. By this route, in order to take freight 
from Kansas City nearly due east to St. Louis, a dis- 
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tance of 277 miles by the Wabash, 283 by the Missouri 
Pacific and 323 by the Chicago & Alton, it was carried 
from Kansas City due south 99 miles to Fort Scott and 
thence southeastward 102 miles to Springfield, Mo., by 
the Kansas City, Fort Scott & Gulf road; and thence 
northeast 240 miles to St. Louis by the St. Louis & San 
Francisco, making a line 442 miles long, or 60 per cent. 
longer than the shortest route in the Southwestern As- 
sociation and 25 per cent. longer than the longest. 

It may be said, and-doubtless has been claimed by 
the Association roads, that the line via Springfield is 
not entitled to any of the profits on this St. Louis- 
Kansas City traffic, because it is so circuitous. But 
this does not follow by any means. On wheat from 
Kansas City to St. Louis the rate is $8 per ton. If by 
the shortest route the expense is 60 per cent. of this 
sum, it makes it $1.80, or 0.65 cent per ton per mile. 
If the expense per ton per mile is as great by the long 
route (and having no greater terminal expenses than 
the short lines, it should not be so great), then the cost 
by it is 0.65 x 442=$2.87 per ton, leaving a profit of 13 
cents perton. But the question with the companies 
with the long line is not the actual expense for carry- 
ing the Kansas City traffic, but only the addition to 
the expenses which is caused by the addition of that 
traffic. The larger part of the expense of maintaining 
the road and nearly all the general expenses willbe the 
same whether this traffic is taken or not. No addi- 
tion to capital is required except for rolling stock, and 
at times not for that (when the other traffic does not 
fully employ the existing stock). Very likely the ad- 
dition to the expenses on account of the addition 
to the traffic would not be one-half of 0.65 cent 
per ton per mile, or $1.44 cents from Kansas City to 
St. Louis. Furthermore, the St. Louis & San Fran- 
cisco road very likely has a great many cars going 
west empty. To haul these filled with lumber will 
cost very little more than to haul them empty. 

On the whole, the question with the long line may 
put itself something like this : 


100 tons of freight per week at $2.50 per ton............... $250 
Addition to expenses at $1.50......... cee ce ce ee ceeee eee . 150 
DAO Ub OROIIB. oi. iiSck Soe inseeccekeres Genet $100 


Now, if this is all, if other traffic of these roads is 
not injuriously affected by the low rate on Kansas City 
traffic (as it almost certainly will be if the short lines 
can compete for it), then they are justified in seeking 
the traffic. The managers of every company are 
bound to add a hundred dollars a week to their stock- 
holders’ profits, if they can do it without injury to the 
public. The fact that their making a hundred dollars 
may cause some other company to loose a thousand 
will not change their duty. They must adopt the pol- 
icy which will give the best result to their own com- 
pany, taking into consideration all the results—in- 
cluding the losses by the comptition of the roads 
they may injure, and the probability of the construc- 
tion of new lines by those injured roads which will re- 
duce the profits of the aggressors thereafter. (As, for 
instance, the Chicago & Alton or the Missouri Pacific 
might have been led to build a line to Fort Scott which 
would hurt the Fort Scott & Gulf road more than it 
could profit by the St. Louis-Kansas City business.) 
They cannot justify themselves to their stockholders 
unless they utilize the full earning capacity of their 
roads. 

But this is all that is required of them. There is no 
reason why they should accept a traffic at much less 
than the average rates if they can make as much 
profit without. If the roads which lose a thousand 
dollars a week by these roads competing for a traftic 
which they carry at greater cost and for a lower price 
will pay them the hundred dollars a week which they 
can make out of it, by accepting it and withdrawing 
from competition they will utilize the full earning 
capacity of their roads just as much as if they carried 
the traffic, and the gross expense of carrying the total 
amount of traftic will be materially reduced ; for we 
must remember that while the addition to the expenses 
of the long line, by its taking a portion of the traffic, 
was but moderate ; the reduction of the expenses of 
the other lines in consequence of losing a portion of it 
was almost nothing ; and the total expense of carrying 
the traftic was increased. 

The action of the Southwestern Association in this 
matter is an indication that some of the railroad com- 
panies at least recognize the fact that every road is en- 
titled to all the profit that it can make, even if the profit 
is very small and causes a competitor a much greater 
loss, and that it is proper in order to prevent these 
great losses for the companies which would suffer 
them to pay the competitors who own the indirect 
routes all that they could make on the business. If 
you have a business on which you make a profit of a 
thousand dollars, and I can make two thousand dol- 
lars on the same business, I certainly cannot expect 
you to give me the business for nothing or for any- 





thing less than what you can make on it, and no one 
else should or will complain if I buy your business. 

But there is the danger, which is probably what has 
made the railroad companies loth to adopt this policy. 
that the long lines which carry for less than the rate and 
more than the cost by the short lines will value their 
business not by what they can make by it, but by what 
they can cause their competitors to lose. If the line 
via Springfield could on the average make a profit of 
a hundred dollars a week and cause a loss of a thou- 
sand dollars a week to its competitors, it is tempted to 
say: ‘*‘ You can make a thousand dollars a week if we 
go out of this business. For this privilege of making 
a thousand dollars a week we shall charge you five 
hundred dollars; it will bea great bargain for you.” 
Now this is simply blackmail; and it is this disposi 
tion to charge for the harm they may do others in- 
stead of the advantage for themselves which they re- 
linquish, doubtless, which has led railroad managers 
generally, perhaps, to look upon any allowance to a 
very circuitous line as blackmail. But the two 
things need to be distinguished carefully. Every line 
is entitled to all the profits that it can make for itself, 
but to no part of the losses which it has power to cause 
other lines to suffer. 

This is a matter which comes up constantly and 
more and more frequently as new roads are com- 
pleted and through rates are maintained so as to afford 
atolerable profit. When rates are such that the direct 
lines from New York to Chicago or from St. Louis to 
Kansas City barely earn the expenses incurred for this 
traffic, and the entire interest on the cost of the roads 
is paid by the other traffic, then such long lines as 
that from New York via New London and Montreal 
to Chicago, or that from St. Louis via Springfield to 
Kansas City carry none of the traffic, because they can 
only lose by it; but when the rates are such that this 
traftic pays as much or half as much profit as the 
average traffic, then some of the long lines can make 
profit on what they are able to obtain, and they are 
bound to get it, in one way or another. Thus as rail- 
road wars become less frequent, the competition of 
long routes becomes more common and will need to be 
provided for; and not unfrequently, it seems to us, 
the best provision for it will be the purchase of the 
traffic of the lines which can make the smallest profit 
on it by those which can make the largest. 








THE CLEVELAND, COLUMBUS, CINCINNATI & 
INDIANAPOLIS RAILWAY. 

The Cleveland, Columbus, Cincinnati & Indianap- 
olis Company in 1867, before the consolidation with 
the Bellefontaine Company, which gave it its line to 
Indianapolis, had a capital stock of $6,000,000 and a 
funded debt of only $425,000. Its net earnings that 
year were $554,507. In 1864, with about the same 
capital, they were $901,244, and a dividend of 15 per 
cent. was paid. That, however, was at the time when 
currency was most depreciated, and the $901,244 of net 
earnings would probably not have made more than 
$500,000 in gold. When the Bellefontaine Company 
was absorbed, adding 203 miles to the property (and 
making it just what it is now in mileage owned), to 
equalize the values of the stock, the Cleveland stock- 
holders were given 120 shares of new for 100 of their 
old stock, or $7,200,000 altogether, the Bellefontaine 
shareholders taking share for share for their $4,420,000. 
The funded debt of the consolidated companies was 
$1,965,000. And of the capital stock the company 
held in its treasury $1,159,100, which was an invest- 
ment made by the Cleveland company in the Belle- 
fontaine company to secure the construction of the 
connection. To pay 7 per cent. on the stock and the 
interest on the bonds of the consolidated company 
required net earnings amounting to about $870,000. 
They did not quite reach this sum in 1868, but a 7 per 
cent. dividénd was paid then and for every following 
year until 1875. Meanwhile the passenger traffic was 
stationary, the freight traffic grew very rapidly, and 
the gross earnings, as reported, increased 64 per cent., 
and the net earnings 631g per cent. from 1868 to 1873. 
In 1874 there was a sudden falling off of nearly one- 
sixth in gross and of no less than 44 per cent. in net 
earnings; the reduction of the latter amounting to 
about $590,000, which was about 4 per cent. on the 
stock then outstanding. 

Meanwhile the capital had not stood still. To secure 
a line to St. Louis this company agreed with the Fort 
Wayne Company to take half the stock and to build 
the Indianapolis & St. Louis road, from Indianapolis 
to Terre Haute, and to guarantee the rental on a lease 
of the St. Louis, Alton & Terre Haute to this new com- 
pany. The Fort Wayne at the time was an independ- 
ent company, working in connection with the Cleve- 
land company to make a line between Chicago and 
Cleveland, and endeavoring to prevent the diversion 








of the St. Louis traffic from its road to the Pan-handle 
by the Pennsylvania, which controlled the Terre 
Haute & Indianapolis. The investment in Indianapolis 
& St. Louis stock was $300,000. There was a third 
company to guarantee the rental of the Alton & Terre 
Haute, but it soon became bankrupt and unable to 
fulfill its obligations. The Indianapolis & St. Louis 
net earnings were just about equal to the interest and 
rentals until after 1873. From that time on there 
was a yearly loss to be made good by the guaranteeing 
companies, amounting to $2,214,400 by the and of 
1881, and apparently to $620,000 in 1882. One half of 
the loss fell on the Cleveland company until the 
relations with the Pennsylvania Company were 
changed by agreement last year. 

In 1871 the Cleveland company. set about acquiring 
an independent entrance into Cincinnati. Before it 
had used the Little Miami Railroad, which had been 
leased by the Pennsylvania. The new connection was 
had by the organization of the Cincinnati & Spring- 
field Company, which built 48 miles and leased 324 
miles of road, and then leased its whole property to 
the Cleveland company. It issued $2,000,000 of first- 
mortgage 7 per cent. bonds, $1,000,000 of which were 
guaranteed by the Cleveland company, and $500,000 
second-mortgage bonds. By the terms of the lease 
the Cleveland company paid all expenses, taxes, rent- 
als and interest, and was to turn over the balance of 
earnings, if any, to the lessor. If there was a deficit, 
the lessee paid it and charged it to the lessor. There 
always was a deficit to be paid by the lessee, which by 
the end of 1877 amounted to a million and a quarter. 
At the end of last year the advances to this company 
(partly for improvements) amounted to about $2,160,- 
000. In 1882 it was charged with $169,209 for land 
purchased for it (chiefly in Cincinnati) and $279,020 
for deficit in operating. 

The operations by which the company secured con- 
nections with St. Louis and Cincinnati were thus very 
costly. Mainly in consequence of them, the stock was 
increased from $10,460,000 outstanding in 1869 to $14,- 
991,000 in 1872; and the funded debt, which was $1,- 
965,000 at the time of the consolidation, rose to $4,697,- 
000 in 1874 and $6,170,000 in 1875. 

From 1868 to 1874, inclusive, the aggregate net earn - 
ings of the company were $7,418,000, and it paid out 
for interest, rentals and dividends meanwhile, as 
nearly as we can ascertain, about $8,700,000, and in- 
creased its stock $4,500,000 and its bonds $2,782,000. 
The reported net earnings, which had averaged over 
$900,000 a year for over three years before the acquisi- 
tion of the St. Louis and Cincinnati connections, and 
which were reported at an average of $1,310,000 for 
three years after 1870, fell to $747,000 in 1874, and 
never reached that figure again until 1879. The charges 
incurred on account of these connections, together with 
the addition to the funded debt, increased immensely 
the charges against the income, while the income itself 
grew less. Dividends were passed for four years, and 
yet there was very little surplus accumulated—cer- 
tainly not more than was necessary for the improve- 
ments which a road situated like it, in the midst of 
competitors, is absolutely compelled to make, and for 
which capital could not then be obtained otherwise 
except at great and permanent disadvantage. But 
the increase of the capital account was checked. There 
has been scarcely any addition to it since 1875. 

When business began to revive in 1879, this com- 
pany felt it like others in its situation. In 1880, when 
with a good traffic there were well sustained through 
rates the year round and in both directions, such as 
there had not been before for years, the net earnings 
of this company were twice as great as in 1878, 
and 23 times as great as in 1877. A dividend of 24 per 
cent. had been paid in 1879; in 1880 5 per cent. was 
paid, and it seemed probable that a higher rate could 
be paid thereafter. But the railroad war and the 
poor crops of 1881 reduced somewhat the net earnings, 
and the dividends were again passed ; in 1882 the net 
earnings were larger, but the surplus was about the 
same. In these two years it has been about $1,672,000. 
From last year’s profits a dividend of 2 per cent. 
was paid this year. But in these two years 
there have been additions to the property (chiefly 
equipment) amounting to $634,358; the advances 
to the Cincinnati & Springfield have been in_ 
creased $563,726, and those to the Indianap- 
olis & St. Louis Company have been $723,340. The 
latter may be considered as the price paid for securing 
sole control of the line to St. Louis. The former was 
partly the price of improved facilities, and partly a 
burden which was incurred in securing this Cincin- 
nati connection. This has been, substantially, the dis- 
position of the profits which otherwise might have 
gone for dividends. Asthe whole of the interest of 
the Cincinnati & Springfield has to be paid by the 
Cleveland company, under any circumstances, the 
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expenditures for its improvement may be looked upon 
as for the improvement of the Cleveland company’s 
properiy. It not only owns half the shares, but it has 
made advances, as we have said, amounting to 
$2,160,000 (nearly twice the whole capital stock), 
which will have to be paid before the Cincinnati & 
Springfield stock can receive any dividends. It may 
be looked upon, then, as part of the Cleveland com- 
pany’s property, for which an extravagant price was 
paid, to be sure, but which nevertheless is an essential 
part of the company’s system, which must be made 
and kept effective, and the burdens of which must be 
borne. 

There have been great complaints from the English 
stockholders because in the last two years, when the 
net earnings were as large as in 1880, no dividends 
were paid. It is the English custom to divide the 
whole of the surplus, and to obtain special authoriza™ 
tion for additional expenditures on capital account, 
which are almost invariably raised by new issues of 
securities. 

In the case of the Cleveland company, very consid- 
erable expenditures, varying in amount in different 
years, have been compelled on account of the Cincin- 
nati lease and the Indianapolis & St. Louis guraantee, 
which were at least nominally additions to the assets, 
but which the company had no option about. So far 
as. these advances are concerned, the consent of the 
stockholders could have made no difference. The 
expenditures for the improvement of the Cleveland 
company’s own road, and of the Cincinnati line, and 
part of the advances to the Indianapolis & St. Louis 
may be looked upon as expenditures on capital ac- 
count which it was possible not to make, or to provide 
for by new issues of securities. Probably no one 
familiar with the situation will say that the improve- 
ments were not necessary—not siniply in the sense 
that they would bring additions to profits which 
would justify them, but that they were required to 
prevent a decline in business and profits. A railroad 
like this, with numerous competitors, some of them 
in the most efticient condition for attracting trattic 
and carrying it at low cost, cannot stand still. If it 
does not go forward it will fall back. Others may 
judge whether it would have been wise to raise the 
capital for these improvements by selling shares or 
bonds in 1881 and 1882. 

With regard to the advances to the Indianapolis, & 
St. Louis, it is certainly almost indispensable that the 
company should have a St. Louis connection. The 
interest which it already possessed in the Indianapolis 
& St. Louis Company made it best to secure the con- 
nection through this company. The circumstances 
made it possible to secure sole control. It was the 
principal creditor of the company, and it has sub- 
stantially taken possession of the property of this 
creditor by paying what was necessary to the other 
creditors. It now owns the whole of the Indianapolis 
& St. Louis stock ; and jointly with it leases the St. 
Louis, Alton & Terre Haute. It will, therefore, get 
the whole of the profit if there is any, and suffer the 
whole of the losses of the line from Indianapolis to 
St. Louis, and be able to control the direction of the 
whole of its traffic. 


The expenditures on this account could hardly have 
been avoided, it would seem. Whether or no they re- 
sult in any addition to the protits of the company, they 
still were unavoidable ; for if the Indianapolis & St. 
Louis had been abandoned to its fate, there can be no 
question that the Cleveland company would lose 
largely. Simply as a matter of defense, something of 
the kind had to be done. Would it have been advan- 
tageous to raise the Money for this purpose by issuing 
more bonds, and to pay out the net earnings in divi- 
dends? This policy of increasing capital account and 
paying dividends was followed, as we have seen, pre- 
vious to 187; and the result, we have also 
seen, was to leave so narrow a margin between 
fixed charges and net earnings that the com- 
pany eame dangerously near bankruptcy. Traf- 
fic earnings and profits have increased of late 
years, it is true, but there is not yet so large a margin 
over interest and rentals as to make it safe to increase 
the funded debt, especially for purposes which may 
not increase profits beyond what they now are, how- 
ever effective they may be in preventing a decrease. 
In this country the tendency of rates is downward, 
and no one company, and generally not all companies 
together, can prevent it. Great progress is also made 
in increasing the accommodations offered to the 
public and in decreasing the expense of doing the 
work. Any company that lags behind suffers—loses 
traffic if it cannot offer as good service as its 


rivals, and loses profits if it cannot reduce its 
expenses as fast as they do. No longer 
ago than “1877 the average expense per ton 


Indianapolis Railway was 0.849 cent. Where | 
would the company be to-day if it could work no| 
cheaper, its average receipt having never: since been | 
as much as its average expenses in 1877, and only 0,706 | 
cent in 1882? Only by keeping a road like this, four-| 
fifths of whose freight traftic is through and five-| 
sixths of whose traffic is freight. in condition to work | 
at the lowest possible cost are any profits possible. | 
Improvements must be made whether they add to the | 
the profits or rot. Oflate years the.increase in the | 
prices of material and labor have only increased this | 
necessity, otherwise there would be a great increase | 
in the cost of working. 

It may help to understand the change in the situa- | 
tion of this company to compare the figures for capi- 
tal, equipment, net earnings over interest charges, | 
etc., in 1864, when the 15 per cent. dividend was paid, 
in 1868, which was the first year of the consolidation, 
and in 1882, as follows : 


1864 1868. 1882. 
egawas 188 391 391 


| 


Miles owned.... 


Stock and debt ...... $6,941,000 $12,425,000 $21,356,600 
Interest........ > 35,000 137,550 498,616 
Net earn. over interest.. 901,244 739,515 851,632 
Dividend, per cent...... 15 7 2 
Ton-miles. ... occ ce eye 10.000 95,130,679 447,411,484 
Rate per ton mile....... 2.642 ets. 1.800 cts. 0.706 ct. 
No. locomotives... ay 44 83 154 
No. pass. train cars.. 36 80 110 
No. freight cars eas 788 3235 5,399 


The increas? in capital stock and debt from 1864 to 
1868 was about in proportion to the increase in mileage 
and equipment. The increase of $9,600,000 since 1868 
(substantially all made by 1875) has been without in- 
crease in mileage. The vast increase of nearly 400 per 
cent. in freight traftic has brought an increase of 119 
per cent. in profits from freight. When the loss on 
the Cincinnati & Springfield road was paid, the sur- 
plus available from dividends was nearly a fifth less in 
1882 than in 1868. 

The report for 1882 compares more favorably 
with that for 1881, and especially with that of the 
exceptionally good year 1880, than might have been 
expected. There was a decrease of 7 per cent. in 
freight traftic, but an increase of 7% per cent. in pas- | 
senger traftic. The average rates were somewhat 
higher in both branches of traffic, resulting in an in- 
crease of 2 percent. in freight and 11 per cent. in pas- 
senger earnings, and with a trifling decrease in work- 
ing expenses, this made an increase of 4¢ per cent. in 
net earnings, amounting to $68,370. The average rate 
received per ton per mile was but 0.706 cent., 
which is lower than has been reported here tofore by 
any road in 1882 except the Philadelphia & Erie, 
whose average rate was but 0.615 cent. The rate on the 
New York Central was 0.730 cent., on the Erie 0.805, 
on the Pennsylvania (Pennsylvania Railroad Division) 
0.817 cent. 

The effect of the railroad war was felt especially on 
west-bound traffic in the first half of the year, and the 
effect of the bad crops of 1881 on the east-bound 
traffic in the same half of the year. The difference in 
rates and traffic between the two halves may be judged 
by the fact that the net earnings were but $437,369 in 
the first half of the year, and were $1,040,453 in the 
last half. In February they were $31,345, in August, 
$278,686—nearly nine times as much. Yet the ex- 
penses were larger in the last half of the year. The 
first half of this year will doubtless more nearly re- 
semble the last half than the first half of 1882 in traf- 
fic and rates. 


Record of New Railroad Construction. 


This number of the Rai/road Gazette contains information 
of the laying of track on new railroads as follows: 

Carson & Colorado.—Extended from Benton, Cal., south- 
ward 15 miles, Gauge, 3 ft. 

Cincinnati & Eastern.—Extended from Peebles, O., east 
to Mineral Springs, 5 miles. 

Memphis, Selma & Breunswick.—Track laid from Holly 
Sprivgs, Miss., westward 12 miles. Gauge 5 ft. 

Northern Pacific.—Extended westward to Bozeman, 
Montana, 10 miles. 

Rochester d& Pittsburgh.—-Track ou the Buffalo Division 
is extended north by west to Cattaraugus Viaduct, 9 miles, 
and south by east to Colden, N. Y., 13 miles. 

Warren & Farnsworth Valley.—Extended from Garfield, 


ance to $2,035,880. The favorable feature is that 
the company’s loss was only about half as_ great 
asin 1881, It must be said that both of these years were 
| very bad for the Wabash, the light crops of 1881 affecting 
its business more than that of any other company in the 
country, perhaps, and doing so in the last half of 1881 
and still more in the first half of 1882, while further great 
| losses at the same time were incurred by the railroad war. 
Notwithstanding this, the company has not made the gains 
since harvest that might have been expected, though as 
it is a great corn road, not too much of an improvement 
should have been expected from it then. The earnings re- 
ported in each half of the year have been : 


1882. 1881. 
First half...... $7,411, 248 
Second half........... 9,440,442 


Increase. Pc. 
$6,227.266 $1,183,982 19.0 
38, 240,: 524 1,199,918 14.6 





, $16,851,690 $14, 467, 790 $2,383,900 16.6 
As the gross amount of increase was nearly as great in 


ea 


the first half as in the last half of the year, this may seem to 


contradict what we have said above, that the comparison 
for the first half is with a period of good traffic in 1881, and 
of the Jast half with a bad one that year. But this puzzle is 
explained by the change in the mileage. The average 
worked was : 


1882. 1881. Increase. P.c. 
First half................3,300 2,480 870 55.1 
second half . ..........3,453 3,078 375 12.2 


Thus in the first half of the year the comparison was with 
a much smaller property, and it was the 870 miles more of 
road, doubtless, that earned all the increase of $1,184,000 
in earnings, and something moe. Comparing the earnings 
per mile will make it plain : 














1882. 1881 Inc. or Dec. P.c. 

First half..... .... ..-. $2,212 $2,511 Dec. $299 12.0 
Second half.... 5 7 Ine. 176 6.6 
Year ..... . $4,954 $5,205 Dec, $241 46 


Thus in the last half of the year there was a gain of 614 
per cent. in earnings per mile, against a loss of 12 per cent. 
in the first half. The changein mileage in the last half was 
not very great, and perhaps a larger increase in earnings 
was to be expected, in view of the better crops and wel} 
maintained rates. But the corn movement, it must be re_ 
membered, was much lighter in 1882 than in 1881, in the last 
half as well as the first half of the year, and the Wabash is 
now perhaps the greatest of the corn roads. We should have 
expected to feel the influence of the larger corn crop in the 
earnings since 1882, however; but there was scarcely any 
increase in January and February over 1882—less than 
$14,000. 

While the gross earnings increased nearly $2,400,000 in 
1882 (1635 per cent.), the working expenses increased but 
$872,000 (8 per cent.), so that there was an increase of 
$1,512,092 in net earnings, which is no less than 41 per 
cent. And this is in spite of a general tendency to increase 
expenses more in proportion than earnings. Theexpenses per 
mile were reduced $454 (13.2 per cent.), while the earnings 
per mile fell off, as we have seen, only $241, or 4.6 per 
ceut. 

As this large increase in net earnings exceeded the deficit 
in 1881, there would have been none last year but for the 
increase in fixed charges, which was from $4,456,707 to 
$5,209,614—the inevitable consequence of an increase of 
more than one-fifth in the road worked. There must be 
some increase in these charges this year, but it will p1oba- 
bly be modrate, as the additions have not been large since 
June last. The balance sheet shows an increase of $4,646,- 
000 in the funded debt and of $1,537,000 in the loans paya- 
ble during the year, but a decrease of $891,000 in the float- 
ing debt. 

We cannot give the capital per mile of this company, be- 
cause in no statement of its mileage are the lines leased 
distinguished from those owned. The average amount of 
interest and rentals per mile of road worked in 1882 was 
$1,531—not a very large amount, but too large for a read 
whose net earnings, after paying taxes, etc.,were but $1,387 
in 1882. 

Not much of the Wabash system is in new country, but its 
lines are in a very fertile and prosperous country, which 
grows, though less rapidly than some of the country further 
west and north. A considerable improvement on the results 
of the last two years, however, is to be expected, whenever 
crops are fair and rates maintained. 


THe NEw YORK RaILRo AD REPORT FOR 1880-1881 was 
not only very late in coming, as we noted when it appeared, 
but it was a sham when it did come, a very large part of 
the data required from and returned by the companies and 
givenin previous reports having been omitted entirely. 
In this way, for instance, the report of the lessee of the 
Albany & Susquehanna Railroad, which the previous 
year occupied eight pages, has been reduced to two, the 
omissions being the itemized account of additions 
and betterments, the table of branches, the larger 





Pa., to Vandegrift, 114 miles. Gauge, 3 ft. 

This is a total of 6514 miles, making 394 miles thus far 
reported for 1883, against 1,001 miles reported at the corre- 
sponding time in 1882, 501 miles in 1881, 758 miles in 1880 
and 241 miles in 1879. 

THE WaBaSH REPORT for 1882, w hich v we can but glance 
at before going to press, shows an improvement over the 
very bad result in 1881, but by no means a satisfactory re- 
sult of the year’s operations. in 1881 the net earnings were 
$1,142,112 less thau the fixed changes, and by paving 
a dividend on the preferred stock a balance to credit of in- 
come of more than a million at the begining of the year was 
converted into a balance of $1.453,000 to debit of 
income. In 1882 the net earnings were $583,022 





per mile on the Cleveland, Columbus, Cincinnati & 





less than the fixed charges, increasing the debit bal- 


jpart of the table of ‘characteristics of road,” the 
whole of the “description of freight moved,” desti- 
nation of passengers and freight and average rates 
| and worst of all, all the details of the working expenses. 
| and also the whole data concerning accidents. Tbe same 
| policy of condensation by omission—the easy way of abridg- 
|ing—has been followed generally, so that the Erie report, 
| which took 33 pages in the 1880 report and gave valuable 
information not given in the company’s report to its stock- 
ho!ders, is contained in four pages, more than balf of which 
is occupied by the balance sheet and list of directors and 
| officers. The New York Central report is likewise got into 
four pages, the list of cfficers and directors covering more 
than one, and the statement of working expenses occupying 
four lines. 

In this way, the space occupied by the separate reports 



























MaRcH 28, 1883] 


THE RAILROAD GAZETTE. 


188 








of the steam railroad companies covers 448 pages in the 
report for 1881, against 810 in the report for 1880. The 
reports of street railroad companies, which bave always 
been so incomplete as to have little value, have not been 
trimmed down to the same extent; they cover 139 pages, 
against 205 in 1880; but the omissions are precisely what 
was most valuable, namely, the details, which have always 
been too meager, of the working expenses. 

Proper tabulation and editing would make it possible to 
include all the information returned ina small part of the 
space of the lastreport even. The arrangement has always 
been such as to give a fat job to the printer and seems to 
have been made solely in his interest. 


THE LLLINOIS CENTRAL CITY AND > SUBURBAN TRAFFIC has 
developed to important proportions. The company’s line 
js either on the lake or on its edge for several miles from its 
Chicago station south, and crossed by no streets, so that it 
is liable to no obstruction, and it skirts the whole eastern 
edge of the city south of the Chicago River. This part of 
the city at the mouth is near the business centre and fur- 
ther south isone of the choicest quarters for residence- 
Thus by establishing numerous stopping places at the foot 
of streets on the lake shore the road is able to serve as a city 
railroad, much as the New York elevated roads do. = [t not 
long ago built separate tracks for its city and suburban 
trains, put on a special equipment, and ran trains at com- 
paratively short intervals. It appears by the last report 
that about one-fourth of the total passenger traffic of the 
1,330 miles of road worked is on these suburban trains, run- 
ning over 15 miles of the Chicago and of the road. The 
number of passengers, passenger miieage,earnings and 
average rate per passenger and per mile of these trains for 
the last two years were: 


1882. 1881. Inc. or Dec. P.e. 
No. passengers......... 2,694,309 2,537,141 I. 157,168 6.2 
Passenger miles. ......21,428, fon 23, a par D. 2.1 284 002 9.7 
Average journey, miles. 34 Dz. 1.34 14.3 
Earnings. . ... $248, 83 3 208. ae I. $40,751 196 
Average tare, ceitts.... Y.24 Bs 1.04 12.7 
Av. rate per mile ..... is °. 88 I. 0.28 31.8 


The decline in traffic last year was doubtless due to the 
fact that a much smaller number of .men employed in the 
construction of the town of Pullman used the road then, 
most of the building having been completed be- 
fore 1882; and this. also accounts for the higher aver- 
age rate and the shorter average journey, Pull- 
man being nearly the most distant of the stations reached 
by these trains. The total passenger traffic of the Lilinois 
Central was 851¢ millions of passenger miles in 1882 and 82 
in 1881, so that, as we have said, one-fourth of this traffic is 
carried on these trains (81 per cent. in 1881). More of it is 
suburban tban urban, doubtless, though the larger part of 
suburban traffic is to and from a place which is becoming 
substantially a part of the city. Though one-fourth of the 
traffic is on these trains, they make but 1214 per cent. of the 
passenger earnings, owing to the very low rate. The work 
is done, however, with a comparatively small number of 
cars and locomotives and men, and ought to be profitable. 
A very heavy traffic is required to make such trains possible 
at such rates. 


—-——- — 


THE HEAVY GRAIN MovEMEnt which we noted as exist- 
ing in the week ending March 3 ¢ ntinued through the fol- 
lowing week, though were there signs of its falling off 
somewhat. Yetin the week ending March 10 the receipts of 
the Northwestern markets were larger than ever before when 
lake navigation was closed except the week before and the 
last week of 1882. A very considerable decrease from these 
figures will still leave the movement very large. The ship- 
ments of these markets were larger than ever before when 


the lakes were closed, and though about a sixth 
of these shipments even by the Mississippi, on which 
the barge lines have ktegun to run again, still the 
rail shipments of the week were positively the 


largest ever made in any one week, wiuter cr summer, from 
the Northwestern markets. The importance of these beavy 
shipments to the railroads is increased by the fact that the 
winter rate was well maintained on them, though we are so 
near the opening of lake navigation. The exports, however, 
have grown smaller rather than ldrger, and perhaps it is 
because so large a proportion of the grain is required for 
domestic consumption that the railroads are able to get so 
large a grain traffic av full rates so short a time before the 
opening of navigation ; and itis an indication that it will 
not be necessary to make very low rates after navigation 
opens in order to secure a good grain traffic. 

The contrast with the movement at this time lest year is 
striking. For the week to March 10, there is an increase of 
257 per cent. in the Northwestern receipts, of 180 per cent, 
in the Northwestern shipments, and of 160 per cent. in 
Atlautic receipts. It is the contrast of the year of the 
heaviest movement ever known (at this season) with the 
year of the lightest movement since 1877. 








THE SLOWER GROWTH OF AGRICULTURE than of other 
industries in this country is shown by comparing the statis- 
tics of persons ‘‘ pursuing gainful occupations” returned by 
the census of 1870 and that of 1880. These statistics ex- 
clude most children, and nearly all women not working for 
wages. The numbers were: 


=. 1870. Increase 
En gaged in agriculture... 7,670,493 5,922,471 1,748. i 
other occupations, 9. 721, 606 6,583,452 3 138 1 


Cc. 
29.5 
47.7 

MNO ois <a8 isiessceteed 17,392 392 699 12.5 505,923 4,886,176 39.0 

In 1870, of every thousand persons engaged in gainful 
occupations, 474 were tillers of the soil; but of every addi- 
tion of 1,000 to their number up to 1880 only 358 became 
farmers, so that in 1880 only 44.1 per cent. of the popula- 
tion were engaged in agriculture. Of the large increase of 
population since the census was taken, doubtless a much 








larger proportion than before has been attracted to other 
industries than agriculture, as we may know by the fact 
that there has been comparatively little increase of the 
acres under cultivation, but a very large increase in mining, 
manufacturing and building. We are doubtless becoming 
more and more a manufacturing people, and thus a larger 
and larger proportion of our farm products is required for 
home consumption, and the carriage of these for exporta- 
tion becomes a less important part of the basiness of the rail- 
roads. But this development is very uneven. Manufactur- 
ing especially is likely to make progress by leaps, each one 
of which places it in advance of the requirements of the 
country. Then it remains stationary for a time, until agri- 
culture grows up to it and beyond it, and we again make 
enormous exports of farm products. But on the whole the 
other industries grow faster than agriculture, and probably 
will do so more hereafter than heretofore, because the area 
of cheap agricultural land in the country is now very greatly 
reduced. 


CHICAGO THROUGH ‘Ra SHIPMENTS EASTWARD for the 
week ending March 14 have been, for four successive years : 
1880. 1881. 1882. 1883. 
67,413 52,968 47,567 69,696 

Thus the ahiniisiia this year were 461g per cent. more 
than last year, 3144 per cent. more than in 1882, 
and 3.4 per cent. more than in 1880. The news- 
papers speak of the shipments as unprecedented in 
March. For the first two weeks they have been; 
but for the rest of the month the shipments in 1880 were 
larger than they have been at any time this year, and in 
the week ending March 27 they were larger (87,690 tons) 
than they have ever been in any other week of any monthe 
No such extraordinary receipts are expected in the last half 
of this month. The only other weeks that the shipments 
have reached 80,000 tons were that ending June 25, 1881 
(the first of the railroad war), when they were 81,660 tons ; 
and that to Jan. 28, 1882 (80,525 tons). 

Of the shipments of the week this year 14.2 per cent. 
went by the Chicago & Grand Trunk, 24 by the Michigan 
Central, 18.7 by the Lake Shore, 21.8 by the Fort Wayne, 
14.3 by the Pan-handle, and 7 per cent. by the Baltimore 
& Obio. Thus the two Vanderbilt roads, which are er. 
titled to 45.5 per cent. in the pool, carried 42.7 per cent; 
and the two Pennsylvania roads, entitled to 35.5 per cent. in 
the pool, carried 36.1 per cent. 


. Taye 


For seven successive weeks the shipments have been, in 
tons: 








—— - -Week ending—— 
Jan. 31. 31. Feb. 7 7. Feb. 14. Feb.21. Feb. 28. March 7. M 7. March 14. 
45,029 43, 388 58,140 $61,533 60,385 72,051 69,696 

There is.a slight decrease from the first week of March; 
but the shipments were still extraordinarily large, and they 
promise to continue large for some time, though a decrease 
from the shipments of the first two weeks of March is to be 
expected soon. Vessels begin to be chartered to carry grain 
to Buffalo, but the prospect is that navigation will open 
nearer the 1st ot May than the Ist of April. 





NORTHWESTERN RAILROAD EARNINGS are making a 
better showing this month than last. Then, as we showed 
last week, many showed a considerable decrease as com- 
pared with last year, as they had done in January also, in 
spite of a large increase in mileage. But the roads that 
have reported so far for the first two weeks of March have) 
with one exception, an increase this year. The Chicago, 
Milwaukee & St. Paul, which in comparison with last year 
showed a decrease in earnings of $118,378 (814 per cent.) 
in February, and of $75,536 in January, reports au increase 
of $169,008 (25 per cent.) in the first two weeks of March. 
Thus the gain in these two weeks balances seven-eighths of 
the loss of the previous nine weeks. The Chicago & North- 
western, whose decrease in January was $262,228 (16 per 
cent.), and in February $209,268 (1414 per cent.), gained 
$131,600 (18 per cent.) in the first two weeks of March. 
The St. Paul & Omaha, which lost $24,495 (714 per cent. 
in January, and $55,300 (163g per cent.) in February, loses 
in March also, but only $1,200 (2g per cent.). The St. Paul 
& Manitoba shows an increase of $25,759 (914 per cent.) in 
the first half of Marcb, against a decrease of $28,746 in 
February; the Northern Pacific an increase of $56,700 (331 
per cent.) in March, against an increase of $104,156 (39 per 
cent.) in February. 

These roads are just beginning to feel, or are just about 
to feel, the movement of emigrants from the older states 
to Northwestern Iowa, Minnesota, Dakota and Manitoba, 
but chiefly to Dakota. So far, however, the increase in 
March is probably due chiefly to doing the work which 
was postponed by the February storms. 








PAYING FOR FoREIGN CaR MILEAGE will do very well 
when the car is earning something, but cases are not un- 
known when a company has been called upon to pay 14g or 
3¢ cents per mile (according to the time) for the privilege of 
hauling an empty car over its road Not many years ago 
the New York Central found that it was hauling empty cars 
west which had come east loaded over some other road. A 
correspondent tells us that a few years ago a short Western 
road frequently carried empty cars on their way home from 
connections which had received them loaded from another 
road, and in all these cases this short road paid the usual 
rate for the use of the cars, though it bad never earned a 
cent with them. This is one illustration of the evils which 
an effective system for car-accounting will prevent. 








RicHMOND & DANVILLE EARNINGS we spoke of last 
week as having been very bad in February last year, and 
showing a large increase this year on that account. This 





statement must have been due to a comparison with an in- 
complete statement of earnings in 1882—perhaps one for 
three weeks instead of a month. The February earnings of 
the roads operated by tbe Richmond & Danville Company 
have been, for the four last years : 

1883. 1882. 1881. 1880. 
$329,247 $286,021 $268,034 $246,149 

There has been no change in the mileage. The earnings 
last year, therefore, were not unusually small, but 634 per 
cent. more than in 1881, and 16 per cent. more than in 1880. 





Foreign Railroad Notes. 


The Swedish state railroads have determined to adopt an 
automatic brake constructed by Ké6rting Brothers, of Han 
over. 





On many railroads in Europe of late years, when th 
passenger traffic is light and the trains are usually very 
small, there has been introduced a system of light trains, 
much like the trains on some suburban street railroads in 
this cuuntry, by which the train expenses have been very 
largely reduced. Au Austrian company which has given 
the subject a great deal attention gives as the requisites : 

1. The use of small locomotives, burniug but little coal, 
and run without a fireman, it being arranged so that the 
engineer need never turn his face from the front ; 2,a 
moderate speed and quick-acting brakes ; 3, the use of cars 
of the inter-communication system—that is, on the American 
plan—so that one man can serve the whole train both as 
conductor and brakeman ; 4, acoustic communication be- 
tween the engineer and the conductor—tbat is, a mouth 
whistle or bell-cord. A recent train of this kind consisted 
of a locomotive weighing 33,000 lbs., to which a compart- 
ment for baggage was attached, a four-wheeled third-class 
car, seating 48 passengers, and a combination car with a 
compartment for mails, a water closet and a compartment 
for 16 second-class passengers, the cars weighing 17,600 
lbs. each. In this train the weight of engine and cars per 
passenger is 1,084 lbs., against 1,676 in an ordinary train 
where there are but two cars. The authorities permit four 
such cars to be used in a train, with a maximum speed of 
181% miles an hour. One train of this kind runs 100 miles. 


At the end of 1881 there were 5,523 miles of railroad in 
operation in Italy, of which 110 miles had been opened 
within that year. Of this mileage 2,452 miles belonged to 
the state. It did not work 827 miles of this, which was 
leased to companies, but on the other hand it leased and 
worked 591 miles which belonged to companies. The popu 
lation of Italy by the census of 1881 was 28,951,349, so that 
there were 5,243 inhabitants per mile of railroad, more than 
ten times as many as in the United States. 

The equipment per mile of road was at the rate of 0.277 
locomotive, 0.852 passenger car and 4,814 freight cars per 
mile of road. A still more significant measure is that there 
were seats for 3114 passengers and room in freight cars for 
46% tons of freight per mile of road. The average service 
of the equipment was 21,202 miles run per locomotive (very 
large for Europe), 22,480 miles per passenger car and 9,740 
per freight car. 

The average cost of the roads had been $94,617 per mile 
of road, of which $8,321 was for equipment. This is more 
than 50 per cent. more than the average cost of the roads of 
this country. 

The earnings in 1881 were at the rate of $6,723 per mile, 
while the average shown for this country was $6,688 by 
the census of 1880. No less than 46 per cent. of the Italian 
receipts were from passengers, however, and only 25 per 
cent. here. The working expenses in Italy were $4,726 per 
mile or 70.3 per cent. of the receipts, and the net earnings 
were $1,997 per mile. Here the expenses were $4,065 and 
the net earnings $2,623 per mile. Per train mile the gross 
earnings were $1.5614, the expenses $1.10 and the net earn- 
ings 4614 cents. Sd 

The East Indian mail, run weekly by contract with the 
British government between Bologna and Brindisi, the 
whole length of the peninsula, carried 1,155 passengers 
from Bologna to Brindisi in 1881, and 1,027 from Brindisi 
to Bologna—an average of 22.2 and 19.4 through passengers 
per train. 

The number of employés was 66,016, or very nearly 12 
per mile, against 4.8 per mile in this country. The average 
wages per year was $214 per year, against $466 in this 
country. 








THE SCRAP HEAP. 


Locomotive Building. 


The Rhode Island Locomotive Works in Providence have 
ore completed an order for five passenger engines for the 

issouri Pacific road. 

The Cleveland, Columbus, Cincinnati & Indianapolis 
shops in Cleveland are building a mogul freight engine, 
with 18 by 24 in. cylinde:s, and two more are in progress 
at the Galion and Brightwood shops. ‘Three engines of this 
class have already been turned out this vear. 

The Rogers Locomotive Works in Paterson, N. J., are 
completing an order for 10 mogul freight engines for the 
Missouri Pacific road. 

The Boston & Maine shops in Beston are building two | 
double-ender passenger locomotives for use on the suburban 
trains of the road. 

Car Notes. 

The Cleveland, Columbus, Cinéinnati & Indianapolis shops 
in Cieveland, O., have nearly completed three very hand- 
some sleeping cars, and have begun work on three more. 
The cars are of the Pullman pattern. 

The Union Parlor & Sleeping Car Co. has filed articles of 
incorporation in New York, with $500,000 capital stock. 

The Barney & Smith Manufacturing Co.in Dayton, O., 
is building ten new passenger cars for the Cleveland, Colum- 
bus, Cincinnati.& Indianapolis road. 

The Cincinnati, New Orleans & Texas Pacific shops have 
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lately turned out a number of freight cars specially fitted up 
for the transportation of fruit and vegetables from South- 
ern points. 

The St. Charles Car Works in St. Charles, Mo., have 
started up on an order for 100 box cars for the Atchison, To- 
peka & Santa Fe, and have several other orders to follow. 

The Jackson & Sharp Co., Wilmington, Del., bas just 
shipped to the Chicago & Northwestern road 10 of their 
standard first-class passenger coaches. They are finished on 
the inside entirely with mahogany; have handsome wood 
ceilings; seats upholstered in crimson and golden-brown 
plusb. They ure richly ornamented on the outside. The 
company has also sent tothe Aunapolis & Elkridge road 
some passenger and combination cars. 


Iron Notes. 


Dunbar Furnace Co. in Fayette County, Pa., has com- 
pleted a trainway from its furnaces to its new iron mines, 4 
miles distant. : 

The new Pittsburgh Steel Works of Auderson, Dupuy & 
Co., are now in regular operation, with-a full force. 

The latest achievement of the great 17-ton steam hammer 
at the Black Diamond Steel Works of Park Brothers & Co. 
was the manufacture by it of a large roll for the sheet mill, 
the ingot weighing about 7 tons. This is said to be the first 
hammered roll ever made in this country. Heretofore they 
have been cast.—American Manufacturer, Pittsburgh. 

Lanesboro Furnace in Berkshire County, Mass., whose 
buildings were destroyed by fire last June, is now ready to 
go into blast again. 

Heury Clay es in Reading, Pa., has been repaired 
and enlarged, and goes into blast this week. 

The Alton Roliing Mill Co., has been organized with 
$25,000 capital stock, to build a rolling mill in Alton, Ill. 

The rolling mill of the Philadelphia & Reading Coal & 
Iron Co., in Reading, Pa., last year turned out 17,677 tons 
iron rails, 11,646 tons steel rails, 1,226 tons rail joints, 
1,010 tons steel crop ends and 14 tons muck bar, a total of 
81,573 tons. Of this product less than 1,000 tons was sold 
to outside parties, the Philadelphia & Reading Railroad Co. 
taking the rest. 


Manufacturing Notes. 


The Interlocking Switch & Signal Co. is fitting up a sys- 
tem of switches and signals on the interlocking system in the 
Cleveland, Columbus, Cincinnati & Indianapolis yard in 
East St. Louis. A signal tower to be placed near the track 
connecting the yard with the St. Louis Bridge will contain 
apparatus controlling 56 switches. 

he Boston Belting Co. is filling an order recently received 
which calls for 64,198 ft., or 12.2 miles, of rubber belting. 


The Rail Market. 


Steel Rails. —Quotations continue at $39 to $40 per ton at 
mill, with no very large sales reported. The eastern mills 
are generally supplied with orders for some months ahead, 
and are not very anxious for business. 

Rail Fustenings.—Spikes are quoted at $2.75 to $3 per 
100 Ibs., with a more active demand than for some time 
past. Track bolts are quoted in Pittsburgh at $3.50 per 
100 Ibs. for square nuts, and $3.60 to $3.75 for hexagon 
nuts. Splice-bars 2.20 to 2.25 cents per pound. 

Old Rails.—The market is very dull, and quotations are 
entirely nominal. 


Attempt at Train Wrecking. 

A dispatch from Lexington, Ky., March 16, says: ‘‘The 
incoming passenger train on the Louisville & Nashville 
road this evening encouutered a piece of rail about 2 feet 
long, laid inside the track and fixed like a switch to throw 
the wheels from the track, but the obstruction slipped when 
the train came, and the lower end became imbedded in a 
tie. The train was moving about 20 miles an _ bour. 
The conductor had been warned of a tie placed on the 
track at the same spot earlier in the day and thrown off by 
a freight train. A man caught at the scene said he got on 
at Yarlington, a wile from that place, and showing great 
willingness to come to Lexington, was let go. A brake- 
man declares he saw this man hiding near the scene of the 
attempted wreck.” 


A Dakota Girl on the Train. 


A man traveling on a Dakota railroad approached a pretty 
girl who occupied a full seat and asked her politely if he 
might take part of it. 

“ Seat’s engaged,” she replied, peat 

‘“Got some apples in my gripsack,” observed the man, 
scratching his chin meditatively, 

‘*Seat’s engaged,” repeated the girl, spreading her skirts 
out. 

‘*Got some nice cakes and candies,” mused the applicant, 
appearing to pay no attention to her. 

*‘T tell you the seat’s engaged,” she answered, with a sniff 
of disdain. 

‘‘ Nuts and raisins, fresh sandwiches, pie, all in the same 
gripsa¢k,” and the man looked at her sideways. 

**Don’t make any difference, seat’s engaged,” and she 
turned to the window as though she was tired of the subject. 

“ And a flask of the best whisky that ever trickled down 
a woman’s gullet,” continued the stranger. 

‘‘ How did you know I was only fooling about the seat 
being engaged ?” murmured the Dakota girl, her face break- 
ing into a wreath of smiles. ‘‘It takes a man to find out 
when a woman is having her little joke.” 

Aud nobody on the train had a better time than that man 
the rest of the trip.—Bee Line Journal. 


A Long Train. 


On March 10 a train passed over the New Jersey Division 
of the Lehigh Valley road, which consisted of 200 ae oy coal 
cars, some 70 of them being eight-wheel cars. The train 
was drawn by one of the new twelve-wheel engines. 


A Movable Locomotive Headlight. 


We bave before us letters patent taken out by Messrs. 
James Allen and W. R. Musser, of this city, for an improve- 
ment io locomotive headlights. By simple and ingenious 
machinery, controlled by a rod at the hand of the engineer, 
the headlight can be turned iu any direction, from front to 
rear, on a sliding platform, which has the width of the en- 
gine at its widest part. Any one who has got on a train 
at a way-station on a dark, rainy night will understand the 
value of this improvement. With it the engineer can com- 
mand his entire train or the length of platform stations un- 
der a bright light by simply giving a few turns of the wrist. 
We understand that prominent railroad men think very 
higbly of it. Any one can see that it will be of great use in 
many ways.—Lynchburg (Va.) Advocate. 


Electrical Motors on the Elevated Roads. 


It is said that experiments with electricity as a motive 
power are to be made on the elevated railroads in New 
York, the Manhattan Co. aeons | decided to make a com- 
plete test. The motor to be used has been designed by Mr. 
Stephen B. Field, and the experiments will be under his 
charge. They will be made on the Thirty-fourth street 
branch, which is about one-third of a mile long, running 





from Third avenue to the Hunter’s Point ferry. 


THE RAILROAD GAZETTE. 


[MARCH 23, 1883 





Telepbone Service on a Railroad. 


The Austrian Railway Co. has recently made use, on the 
Czaslau-Tremosnitz and Tremosnitz-Prachowitz lines, of a 
telephonic service, arranged in such a way that the officials 
at any two of the stations can speak to each other, or one 
station can be put in communication with all the rest. Each 
station is furnished with the following apparatus: A wall 
telephone, supplied with a strong iron electro-magnet, an 
ordinary telephone fixed on the office table, a call-bell and a 
commutator. 


A Caution. 


Mr. E. O. Hill, Superintendent of the Eastern Division of 
the New York, Lake Erie & Western road, writes us as fol- 
lows : 

““Thave been notified by officials of different Western 
roads that requests for passes, purporting to come from me, 
have been presented to them and in some cases honored, said 
requests having printed heading and bearing office stamp. 

‘In branding these requests one and all as base frauds and 
forgeries and as not being fac-similes in any respect, it might 
be well for me to add that I never have, as yet, made 
a request on any Western road fora pass. I have, however, 
in some cases issued a letter to our employes, when absent 
on leave, and desiring to travel through the West, addressed 
‘to whom it may concern,’ certifying that bearer was em- 
ployed on this division. Any letter purporting to come 
from me, other than as stated, is a forgery.” 


Fast Time. 


The Cincinnati Commercial. Gazette of March 19 says that 
on the previous evening an Ohio & Mississippi express train 
in trying to make up time ran from Milan to Cochran, Ind., 
15 miles, in 16 minutes, which is pretty fast time. 


Memphis Merchants on the Tennessee Railroad 
Commission. 


The members of the Merchants’ Exchange, in Memphis, 
Tenn., on March 13 adopted the following resolutions in op- 
position to the proposed railroad commission bill now pend- 
ing in the Legislature : 

‘Resolved, That in any legislation providing for the estab- 
lishing of a board of commissioners, we deem it important: 
1st. That at least for the first term of the existence of such 
board its powers should only be advisory and not absolute. 
2d. That terminal points and those having the benefit of 
water routes such be entitled to the benefit of such competi- 
tion and such competitive rates, and this without being sub- 
ject to any rules prohibiting discrimination. 3d. That the 
board should have discretion and railroads be allowed to 
make rates so as to foster and promote industrial enter- 
prises in their infancy. 4th. That we are earnestly opposed 
to the bills now before the Tennessee Legislature, which do 
not embody these views.” 


A Narrow Escape. 


One of the passengers on Conductor Harvey Lamb’s Erie 
train 12 Tuesday morning was a boy about 17 years of age, 
who was on his way to his home in the East, having becc me 
tired, after a short trial, of life in the far West. When the 
train was approaching Owego and running at'the rate of 
about 45 miles an hour, the boy, who had been asleep for 
some time in a rear day coach, suddenly arose to his feet 
and ran through the car toward therear platform. His 
actions attracted the attention of a brakem=n in the car, 
who followed and grabbed him just as he was about to jump 
from the rapidly movivg train. When dragged back into 
the car the boy was as white as a sheet, and, in answer to 
questions, stated that be bad been asleep and dreamed that 
some one was chasing him with the intention of taking bis 
life, and that he only realized where he was and what he 
was doing when the brakeman grabbed him by the shoulder. 
It was a narrow escape for the young man, for had he 
jumped from the train he would either have been killed or 
seriously injured. He did not go to sleep again that night, 
and will probably never forget the narrow escape for his 
life that a dream cost him.—Port Jervis Gazette, March 15. 


A Brave Conductor. 


A special to the St. Paul Pioneer Press from Redwood 
Falls, Minn., March 13. says; ‘“‘A lively smash of cars 
occurred on the Pacific Division of the Minneapolis & St. 
Louis Railroad near Excelsior Saturday evenivg. The un- 
lucky train was the accommodation that left Minneapolis at 
4p. m., but was delayed. While nearing and ascending the 
grade known as the St. Louis bill, the train broke, the rear 
car—a combined coach, mail and baggage car,—with one 
box car loaded with lumber, separated from the rest of the 
train, but had not yet reached the yrade. The break 
was discovered by Brakeman Corder, who notified 
Conductor Bob Brown, and the two cars, the rear one 
with passengers, baggage and mail, the other loaded 
with lumber, were stopped near the foot of the 
grade, the rest of the train going up hill. Six more loaded 
cars broke loose from the engine and began descending upon 
the two cars at the foot of the grade. As soon as Conduc- 
tor Brown discovered the threatened calamity he and Cor- 
der ran to meet the rapidly descending section of six heavily 
loaded cars, whose speed had increased to 15 miles an hour. 
Brown caught hold of the iron steps on one side of the box 
cars and was jerked off the ground and swung in the air 
alongside of the cars, but holding on, he climbed to the cars 
and set four brakes before the descending section reached 
the cars at the foot of the grade, and thus, at the risk of his 
own life, averted a horror. As it was, the passengers were 
thrown from one seat to another, and against each other, 
sustaining several very severe bruises. Six or eight cars 
were more or less badly damaged, the ends of box cars 
being bursted out entire, and the draw-bars demolished, 
while the draw-bar and platform on front end of the coach 
were ruined.” 


Studying the Time-table. 


‘“My dear,” said Mr. Spoopendyke, running his thumb 
down the list of towns on the time-table and glaring help- 
lessly at the columns of figures, ‘‘my dear, the man must 
have given me the wrong business. Wecan never get any- 
where with this.” 

‘* Let’s see,” murmured Mrs. Spoopendyke, laying her 
band on bis arm and drawing the time-table toward her. 
‘* There’s Boston Lv. and Albany Ar. 2:30 to 2:40. That’s 
plain enough. 

“It is, is it?’ snorted Mr. Spoopendyke, abandoning the 
table and bending his eyes on bis wife. “ Think that’s plain 
enough, do ye? Show me how you make it. If you've got 
this thing by the tail, wiggle it once for my information.” 

“Why,” fluttered Mrs. Spoopendyke, ‘‘ you just add ’em 
together. Ought’s ought, four and three’s seven; eight and 
two's ten, put down the ought and carry 3 

.“* Carry swill to the hogs !” roared Spoopendyke, bracing 
himself in his seat and surveying his wife with marked dis- 
approbation. ‘ That’s about as much as you know anyway. 
What’s Boston got to do with it ? What interest has Lv. 
and Ar. got in this thing? Got some kind of a notion that 
they own the road, haven’t ye? P’raps ye think one’sa 
tunnel and the other’s a bridge. Well, they ain’t, and 
they’re not half-baked females who don’t know a time-table 
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from a dog law. Now, you let me figure this thing if you 
don’t want to spend the balance of your life on the road.” 

‘Certainly, dear,” cooed Mrs. Spoopendyke, nestling up 
to her husband and glancing around the car to see if he had 
been overheard. ‘‘ You can make it out if anybody can.” 

‘* Now, we started from New York at 10:30 a. m.,” con- 
tinued Mr. Spoopendyke, ‘and we got to Buffalo at 12:15 
a.m. Then, according to this, we leave Buffalo at 12:35 
and 12:40 for Chicago. What I want to know is, why we 
leave Buffulo twice ?” 

‘*T suppose it’s to make sure of getting away from there,” 
suggested Mrs, Spoopendyke, fastening her thumb and fore- 
finger on the margin of the time-table with a death grip. 
‘*Maybe the engine leaves at 12:35 and the last car at 
12:40,” she added, as the new explanation occurred to her. 
“Anyhow, it is better to get away from there twice than 
stay there altogether, don’t you think so, dear?” and she 
looked up at him a 

**S’pose anybody along the line of this road knows what 
you’re drivirg at /” snarled Spoopendyke, hauling at his end 
of the time-table. ‘ Let go, will ye? Engine leaves at 
12:35! Last car leaves at 12:40! That’s the idea! It 
took you to hit it! When I get time to fix youup with a 
cowcatcher and a schedule of cut rates, ’m going to start 
yoy road with you! Now let this thing alone, I 
tell ye !” 

‘* There it is !” exclaimed Mrs. Spoopendyke, flushing with 
another discovery. ‘I’ve got it how! Of course we've got 
to leave Buffalo twice to get to Chicago twice !” and Mrs. 
Spoopendyke settled herself back and regarded the table 
with much complacency. / 

‘Ob, you’ve got it,” roared Spoopendyke. ‘‘That ex- 
plains it! This railroadis twins !_ Leaves everywhere twice 
and gets everywhere twice! Nobody would have ever 
found it out but you! All you want now is a misplaced 
switch and a coroner’s inquest to be a through trunk line ! 
Can’t vou see that it’s two different trains that get in there 
at 7:40? S’pose they only run one train on this dod-gasted 
road? Gota notion that the train goes both ways at the 
same time? I know all about getting there as well as you 
do, but what I want to understand is how this train leaves 
Buffalo twice. Got it now? Think you’ve fathomed my 
design on this time-table ?” 

‘* Perhaps there are two different trains out of Buffalo ?” 
hazarded Mrs, Spoopendyke. 

Mr. Spoopenkyke deliberately tore the time-table into a 
thousand pieces, dropped them carefully under the seat, 
buried his hands in his pockets and gazed out of the window, 

“I don’t care,” soliloquized Mrs. Spoopendyke. ‘ There 
can’t two trains arrive any where without leaving some place, 
and, anyway, I suppose we'd get to Chicago just as well if 
we didn’t understand about this Buffalo affair.” 

With which consoling reflection, Mrs. Spoopendyke settled 
herself in her seat and gave herself up to considering how 
that girl on the other side cf the aisle would act if she knew 
how much her laughing and loud talking with her escort 
— the more virtuous minded of her sex.—Brooklyn 

lagle. 


Pretty Well Smashed Up. 


As train No. 4 on the Erie was going east Sunday morn- 
ing, her engine, No. 126, met with a general smash-up near 
Cameron Mills, on the Susquehanna Division. Bothof her 
side rods, one driving box, one main pin on left side and 


left cylinder burst and the forward driving box journals 
were so badly sprung as to necessitate their being strung 
up. The engine was totally disabled and will have to be 
taken to the Susquehanna shops.—Port Jervis Gazette. 

There can be no possible doubt that that engine was 
‘“* totally disabled.” 


Lowering a Tunnel. 


In rebuilding the Pittsburgh & Western as a standard- 
gauge road an extensive change was made at the Summit 
tunnel. Its hed was lowered 9 ft. without stopping a train. 
The work was accouplished by the excavation of the bed of 
the tunnel while the track was kept up by trestle-work. A 
row of blasts would be fixed ready for firing, and as soon as 
a train had passed through they would be touched off and 
the débris cleared up before the next train arrived. The 
track for the broad-gauge was laid 9 ft. below tne narrow- 
gauge, and when all was ready cars were run in on the 
lower tracks and the trestle for the narrow-gauge knocked 
down and dragged out. 


A Brake Suit. 


The Westinghouse Air Brake Co., of Pittsburgh, began 
suit last week against the American Brake Co., of St. 
Louis, for infringement of patent. The complaint charges 
that the American Brake Co, is constructing, selling and 
using locomotive brake apparatus substantially the same in 
construction and operation as the apparatus to which the 
complainant has the exclusive right under letters patent 
granted to George Westinghouse, Jr. An injunction is 
— ne and the payment of damages to be afterward de- 

rmined. 


Looking Out for Trainmen. 


The New York, Lake Erie & Western Co. is about to pro- 
vide for the comfort and Well-being of its engineers and fire- 
men who are compelled to wait in Hornellsville while their 
trains are being made up anew. The company has con- 
verted a large room in one of its buildings into a dormitory. 
It is provided with twenty-three bunks, with nicely up- 
holstered cushions. The room, which is largeand well ven- 
tilated, is heated by steam and provided withevery conve n- 
ience for the comfort of those for whose use it is intended. 
The arrangement is not only one of great economy to em- 
ployés, but it must prove of great convenience to the com- 
pany, in that the officials know exactly where to find their 
men in case of any emergency. 


A Large Passenger Locomotive. 


The ‘ Pilgrim,” a new locomotive for the Old Colony 
railroad, designed to run on the New York line in con- 
nection with the new sound steamer “Pilgrim” during 
the coming season, has jist been completed at the 
shops of the Old Colony Co. The new locomotive takes 
the place of the old inside connected engine, the “Pilgrim,” the 
latter having bada very remarkable record, having been 
constructed about 30 years ago by the Amoskeag Manufac- 
turing Co. of Manchester, N. H., and in constant use ever 
since. When first completed the old ‘‘ Pilgrim” was called 
a very large and powerful machine, and was put to service 
on the Fall River steamboat train. But compared with the 
present ‘‘Pilgrim” this was asmallaffair. The new locomotive 
is one of the largest on the road, having the following dimen- 
sions : Diameter of cylinder, 18 in. ; 24 in. stroke; of driving 
wheels, 72 in.; truck wheels, 30 in.; tender wheels, 33 in. ; 
diameter of boiler, 52 in. at smallest point inside; length of 
fire-box, 72 in. inside; width of sama, 3514 in; number of 
boiler tubes, 212, each 11 ft.6in. long by 2in. diameter; 
boiler made of steel-plate 7-16 in. thickness, and double- 
riveted fire-box of steel-plate 5-16 of an inch in thickness; 
flue sheets }¢-inch back and %-inch front; total amount of 





heating surface, 1,265 square feet; boiler capable of running 
at 160 pounds pressure to the square inch; weight of engine 
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in working order, 85,500 pounds; tender, 57,800 pounds; 
total length over all, engine and tender, 52 ft. Sin. The 
engine and tender are painted black, with scarcely any or- 
namentation. The automatic brake is used on tender and 
driving wheels. Two more locomotives of this class are to be 
built at once in these shops.— Boston Herald. 


Trial of the Ward Brake. 

A trial of the Ward brake and coupler was made on the 
Pittsburgh & Western road on March 17. The trial is said 
to have been very satisfactory in its results, and the train 
was stopped on a down grade while the engine had full 
steam on. The account received, however, does not give 
any particulars of the stop made, the time and distance 
taken, etc.,and it is therefcre impossible to judge of the 
actual results. 


Old Locomotives at the Chicago Exhibition. 

A special effort has been made to secure as many old lo- 
comotives as possible for the Railroad Exhibition in Chi- 
cago, the object being to illustrate as fully as possible the 
gradual develcpment of the locomotive. <A late dispatch 
says that there is a probability that Stephenson’s *‘ Rocket,” 
the progenitor, as it may be culled, of all locomotives, may 
be sent trom England and occupy a place there. If it comes, 
the “ Rocket ” will be an exceedingly interesting exhibit. 


The Vienna International Electrical Exhibition. 


Among the exhibitors at the International Electrical Ex- 
hibition in Vienna will be the Société Anonyme d’Electricité 
at Paris; Zenger, of Prague; Hartmann, of Wurzburg; Skoda 
of Pilsen; Charles Foster, of Birmingham; Buss, Lombard 
& Co., of Magdeburg; the Compagnie Continentale, Edison 
and the Société Electrique Edison at Paris; the Wiener Pri- 
vat Telegraphen-Gesellschaft and many others. The Austro- 
flungarian state railways will have a very full exhibition 
of the applications of electricity to signals and other pur- 
poses on railroads. 

The time for receiving applications will probably be ex- 
tended, at least for exhibitors from foreign countries. 


A Train Robber’s Confession. 

A dispatch from Little Rock, Ark.. March 21, says : ‘‘ The 
Johnson brothers, two of the Fort Smith train robbers, in 
jail here, have confessed theit crime. ‘ Gov.’ Johnson said 
the party were organiz:d at Mrs. Herdon’s, but the plan 
was not completed then, but there was an understanding 
that a train on the Little Rock & Fort Smith Railroad was 
to be captured and robbed. The party adjourned to meet at 
Mulberry, where a plan of operation was formed in the 
woods near that town. The intention was not to kill any one 
except in self-defense, and to avoid bloodshed unless abso- 
lutely necessary. The shooting was done under excitement 
and was entirely unnecessary. Jim Herndon, who was 
captured this morning vear Huntsville, Madison County, 
fired the shot that killed the conductor. Cain Herndon went 
to McDonald, of the gang, to induce him to stop shoot- 
ing, but McDonald shot at him supposing he was a passenger, 
when Jim shot McDonald in the face. The original plan 
was to capture the train and rob the passengers.” 


@Qeneral Qailroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 
Meetings. 


Meetings will be beld as follows: 

Allegheny Valley, annual meeting, at the office in Pitts- 
burgh, April 10, at 11 a. m. 

Atchison, Topeka & Santo Fe, annual meeting, at the 
office in Topeka, Kan., April 19. Transfer books close 
March 19. 

Boston & Maine, special meeting, in the City Hall in Law- 
rence, Mass., March 28, at 10:30 a. m., to vote on the prc- 
posed lease of the Eastern Railroad. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 7. 

Eastern, special meeting, at the Meionaon in Boston, 
March 28, at 11 a. m., to vote on the lease of the road to 
the Boston & Maine; also on accepting the act authorizing 
the issue of preferred stock. 

New York Central d& Hudson River, annual meeting, at 
the office in Albany, N. Y., April 18, at noon. 

Pennsylvania, annual election, at the company's office in 
Philadelphia, March 27. Polls will be open from 10 a, m. 
to 6 p. m. 











Railroad Conventions. 


The General Time Convention will hold its spring meeting 
at the Lindell House in St. Louis, April 11. 

The Southern Time Convention will meet at the National 
Railway Club Rooms, No. 46 Bond street, New York, 
April 18. 

The Car Accountants’ Association will hold its annual 
convention in Philadelphia, May 22. 

The General Baggage Agents’ Association will hold its 
next semi-annual meeting at the Tremont House, Chicago, 
Aug. 8. 

. Technical Meetings and Conventions. 

The Master Car-Builders’ Association will hold its annual 
convention in Chicago, beginning June 12 next. The meet- 
ing will be held in the Grand Pacific Hotel. The charge at 
that hotel to members will be $3 per day for ordinary 
rooms. 

The Master Mechanics’ Association will h:ld its annual 
convention in Chicago, June 19 next. 


Dividends. 

Dividends have been declared as follows : 

Boston d& New York Air Line (leased to New York, New 
Haven & Hartford), 2 per cent., semi-annual, on the pre- 
ferred stock, payable April 1. r 

Dubuque & Sioux City (leased to Illinois Central), 3 per 
cent., semi-annual, payable April 16. ‘Transfer books close 
March 31. 

Manhattan, 14 per cent., quarterly, on the first-preferred 
stock, payable April 2. 

New York, Luckawanna & Western (leased to Delaware, 
Lackawanna & Western) 1 per cent., quarterly, payable 
April 2. 

in on & Transcontinental Co., 144 per cent., quarterly, 
payabte April 16. Transfer books close March 31. 


Foreclosure Sales. 


The sale of the New York & Sea Beach road has been 
postponed from March 20 to April 4, in order to give time 
to communicate with the bondholders. 

The Washington & Western road will be sold in Alex- 
andria, Va., April 4, under a decree of the Virginia Circuit 
Court. The road extends from Alexandria to Round Hill, 
514 miles. It was formerly the Washington & Uhio, and 
was sold under foreclosure Jan 31,1882, and then bought by 
the present company. Default having been made in the 
ae soma of installments of the purchase money, the re-sale 

as been ordered, The terms of sale require $143,000 in 
cash, and the balance in three yearly installments. 
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Boston Railroad Club. 

A call has been issued for a meeting to be held at the 
Quincy House in Boston on the evening of March 21, for the 
purpose of organizing a railroad club, and the discussion of 
subjects pertaining to railroad interests. Messrs. F. D. 
Adams, rge Richards and J. W. Marden are the com- 
mittee in charge. 

Green Line Meeting. 

A dispatch from Atlanta, Ga., March 21, says: ‘“‘ The 
Executive Committee of the Green Line met here to-day. 
The Committee adjusted and settled a large number of 
claims and disposed of a considerable amount of unfinished 
business. It then resolved itself into a conference commit- 
tee and after discussion agreed to perpetuate and sustain the 
Green Line organization south of Chattanooga, which in- 


cludes the Western & Atlantic Railroad, the Georgia Rail- | ) 


road and the South Carolina Railroad. The Central com- 
bination and its connections agreed to sustain the Green 
Line claims department and clearing-house. The Louisville 
& Nashville, the Nashville & Chattanooga and the Cinciu- 
nati Southern have withdrawn from the Atianta clearing- 
house, carrying with them the roads that they control. The 
meeting adjourned to-night.” 





ELECTIONS AND APPOINTMENTS. 


Addison & Northern Pennsylvania.--At a recent meetin 
of this company, the following directors were chosen: T. 
C. Platt, George R. Blanchard, R. G. Taye, J. E. Jones, 
C. L. Pattison, Roscoe Conkling, H. P. DeGraaf, James 
Horton, W. 8. Gurnee, Bird W. Spencer, J. D. Fish, J. W 
Hammond, Wm. C. Sheldon. The board re-elected T. C. 
Platt, President ; George R. Blanchard, Vice-President ; 8. 
H. Morgan, Secretary and Auditor; Wm. C. Sheldon, 
Treasurer ; Frank M. Baker, General Superintendent. 


Atchison, Topeka & Santa Fe.—The following circular is 
dated March 16: “Mr, W. J. Janney has been appointed 
Western Traveling Agent with headquarters at Topeka, 
Kansas. A. E. Lippincott, in addition to his present ter- 
ritory, will assume control of that formerly worked by 
Mr. Janney, with headquarters at 38 Arcade, Cincinnati, 
Ohio, and 318 Main street, Louisville, Ky. 


Atlantic & North Carolina.—Major Jobn 8S. Gatling 
has been appointed Receiver, and has taken possession 
of the road. 


Bangor ¢& Piscataquis.—This company has_ re-elected 
Moses Giddings President; Arthur Brown, Superintendent; 
H. W. Blood, Clerk and Treasurer. 


Burlington, Cedar Rapids & Northern.—At the annual 
meeting recently the following directors were chosen: E. 8. 
Bailey, Charles Bard, J. W. Blythe, Joba I. Blair, J. Cars- 
cadden, C. D. Close, Lyman Cook, J. N. Dewey, 
Griggs, C. Lynde, J. C. Peasley, C. P. Squires, J. Tracy. 
The board elected officers as follows: President, J. Tracy, 
Burlington, Ia.; Secretary, S. S. Dorwart, Cedar Rapids, 
Ia.; Treasurer, H. H. Hollister, New York; Assistant 
Treasurer, C. Stickney, Cedar Rapids, Ia. 

M. H. Trusdell has been appointed Traveling Passenger 
Agent for this company, vice W. E. Decatur, deceased. 
Appointment to take effect this March 15. 


Canada Southern Line.—Mr. E. T. Washburn has been 
appointed Cashier and Accountant of this fast freight line 
to succeed Mr. Smith, now of the Lackawanna Line. Mr. 
A. H. Hoffman suc Mr. Wasbburn as Chief Clerk. 
Mr. W. H. Alport is appointed Car Accountant. 


Central, of Missouri.—At a meeting held in St. Louis, 
March 13, the following directors were chosen : R. A. Betts, 
James Edwards, J. A. Hall, M. Kotany, A. Singer. 


Chesapeake & Ohio.—At the annual meeting in Rich- 
mond, March 15, the following directors were chosen: Wil- 
liams C. Wickham, Richmond, Va.; Jobn Echols, Staun- 
ton, Va.: John Castree, Isaac E. Gates, A. S. Hatch, Elias 
S. Higgins, C. P. a. Abiel A. Low, A. E. Orr, Ed- 
ward T. Tournier, Ezra Wheeler, New York. The only new 
director is Mr. Gates, who succeeds Jesse Hoyt, deceased. 

The following order has been issued by General Manager 
C W. Smith: 

‘*Mr. C. H. Hudson has been appointed Superintendent of 
Transportation in charge of the train and station service of 
this road and branches, with headquarters at Richmond. 
The division superintendents will report to and receive their 
instructions from the Superintendent of Transportation.” 

Mr. Hudson has served on the Chicago, Burlington & 
Quincy, the Baltimore & Ohio and recently on the Minne- 
apolis & St. Louis. 


Chicago General Passenger Agents’ Association..—At a 
meeting held in Chicago, March 15, the following officers 
were elected for the ensuing’year: President, James Charl- 
ton; Vice-President, W. P. Johnson; Secretary, J. J. Byrne; 
Executive Committee, A. V. H. Carpenter, A. H. Hanson, 
and Percival Lowell. Mr. Charlton now begins his fifth 
consecutive term as President of the Association. 


Chicago, St. Louis & Pittsburgh.—The directors of this 
company, successor to the Columbus, Chicago & Indiana 
Central, are as follows: Conrad Baker, Indianapolis ; 
George Hoadley, Cincinnati; William L. Scott, Erie, Pa. ; 
J. N. McCullough, Thomas D. Messler, Pittsburgh ; Alfred 
L. Dennis, Newark, N. J. ; John P. Green, George B. Rob- 
erts, Philadelphia : Charles J. Osborn, New York. 


Chicago & Western Indiana.—Mr. G. W. Stokes has 
been chosen Treasurer in place of Roswell Miller, resigned. 


Cincinnati, New Orleans d& Texas Pacific.—Mr. Richard 
Carroll has been appointed Superintendent of the Cincinnati 
Southern Division, with office in Cincinnati. He has been 
connected with tbe road for some time, and Acting Superin- 
tendent for several months. 


Columbus, Hocking Valiey & Toledo.—Mr. A. C. Addy is 
appointed Car Accountant in place of George C. Mather, 
resigned. 

East Tennessee, Virginia & Georgia.—Mr. W. V. Me 
Cracken, late Superintendent of the Georgia Division, has 
been appointed Assistant to the President. 


Indianapolis & Evansville.—The following directors have 
been chosen: R. K. Dunkerson, W, D. Ewing, G. J. Gram- 
mar, Wm. Heilman, E. O. Hopkins, E. P. Huston, D. J. 
Mackey, Evansville,- Ind.; Josephus Collett, Terre Haute, 
Ind.; James Woodward, New York. ‘The is now con- 
trolled by the Evansville & Terre Haute Co. The board 
elected D. J. Mackey President. 


Kansas City, St. Louis & Chicago.—At the annual meet- 
ing in St. Louis, March 13, the following directors were 
chosen: N. J. Higgins, J. J. Mitchell, W. H. Mitchell, P. H. 
Rea, Thomas Shackelford, G. M, Shelley, George Straut, 
R. P. Tansey, John M. Woodson. The road is leased to the 
Chicago & Alton. 


Mississippi, Terre aux wy dé Lake.—The officers of 
this company are: President, E. L. Carriere; Treasurer, 
Maspero; Superintendent, W. R. Spelman; General 
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Contractor, Johv R. Elder. ‘The office is No. 9 Carondelet 
street, New Orleans. 


New York Central_d& Hudson River.—Mr. Jokn 8. 
Burdett is appointed Paymaster in place of Charles Reed, 
resigned. r. E. W. Cadwell succeeds Mr. Burdett as 
Assistant Paymaster. 


Old Colony.—With the promotion of Mr. J. R. Kendrick 
from Superintendent to General Mavager of this road, the 
titles of the three assistant superintendents, J. H. French, in 
Boston ; 8. A. Webber, at Fitchburg (Northern D'vision), 
and C. H. Nye, at Hyannis (Cape Cod Division), have been 
changed to Division Superintendent. 


Petroleum Railway, of Pennsylvania.—The officers of 
this company are: President, A. H. Steele; Vice-President, 
ames F, Blair; Secretary, D. W. Lockhart; Treasurer, I. 
D. Stinson, Office in Titusville, Pa. 


_ Pittsburgh, Cincinnati & St, Louis.—At the.annual meet- 
ing in Columbus, O., March 20, the following directors were 
chosen: David 8. Gray, Columbus, O.; George W. McCook, 
Robert Sherrard, Jr., Steubenville, O.; W. Barnes, J. N 
McCullough, Thomas D. Messler, Wm Thaw, Pittsburzh, 
Pa.; J. N. DuBarry, John P. Green, Henry H. Houston, 
Wistar Morris, George Bb. Roberts, J. Prive Wetherill, 
Philadelphia. 


St. Louis & San Francisco,—The new board has re-elected 
Edward F. Winslow, President ; Charles W. Rogers, First 
Vice-President and General Manager ; James D. Fish, Sec. 
ond Vice-President : T. W. Lillie, Secretary and Treasurer ; 
George Butler, Assistant Treasurer. ' 


Salina, Lincoln & Fremont.—The directors of this new 
company are as follows: J. M. Burks, Lincoln, Neb.; W. H 
Dickinson, Wahoo, Neb.: G. W. E. Dorsey. Fremont, Neb. ; 
8. C. Smith, Beatrice, Neb. 


Savannah, Florida & Western.—At the annual meeting in 
Savannah, March 9, the following directors were chosen : 
H. B. Plant, M. K. Jesup, Henry Sandford. M. J. O’Brien, 
New York ; H. 8. Haines, J. H. Estill, W. 8. Chisholm, Sa 
vannah, Ga. Tie board re-elected H. BR. Plant President; W. 
8. Chisholm, Vice-President; H.S. Haines, General Manager: 
R. B. Smith, Secretary; W. P. Hardee, Treasurer. 


Toledo, Cincinnati & St. Louis.—At the annual meeting 
in Toledo, O., March 20, the following directors (one-third 
of the board) were chosen: G.*C. Moses, Bath, Me.; Jobn Mc- 
Nab, Gloversville, N. Y.: Theodore Adams Philadelphia ; 
Johu Felt Osgood, Boston; George Wm. Baliou, New York. 


Toledo & South Haven, St. Joseph Division.—The officers 
of this company are: President, John F. Wolf, Centreville, 
Mich.: Secretary, L. A. Clapp, Centreville, Mich.; Treas- 
urer, Edward rtin, Paw Paw, Mich.; Superintendent, 
Jobn Ibling, Lawton, Mich. 


Traders’ Dispatch.—Mr. Thomas N. Jarvis has been ap 
peinted General Maneger of this fast freight line. He was 
recently with the Commercial Express Line. 


Toledo, Cincinnati & St. Louis.—President E. B. Phillips 
will, for the present, act as General Manager in 
place of F. A. Phillips, resigned. 


Vermont & Canada.—Mr. Albert Clark, formerly of St. 
Albans, Vt., but now of Boston, has been chosen a director 
and President in place of Francis A. Brooks, resigned. 


Virginia Midland.—At a meeting held in Alexandria 
March 19, directors were chosen to fill the vacancies made 
by the resignation of the Baltimore & Obio members of 
the board. The full board is now as follows: President, John 
8S. Barbour, Alexandria, Va.; Directors, Joseph Bryan, A. 
8S. Buford, T. M. Logan, Richmond. Va.; C. G. Holland, 
Danville, Va.; John T. Lovell, Front Royal, Va.; W. H. 
Payne, Warrenton, Vu.; Robert T. Baldwin, Wm, Keyser, 
Skipwith Wilmer, Baltimore; M. Bayard Brown, Wm. P. 
Clyde, W. Bayard Cutting, John McAnerney, C. J. Osborn, 
George Parsons, John A. Rutherford, New York. 








PERSONAL. 


—Mr. Charles Reed, Paymaster of the New York Central 
& Hudson River road, has resigned his position to engage 
in other business. 


—Mr. George R. Blanchard, Vice-President of the New 
York, Lake Erie & Western Co., sailed from New York for 
Liverpool March 17. He expects to remain abroad for 
several months. 


—Mr. Charles H. Waters, a wealthy manufacturer of 
Groton, Mass, died in that town March 13, aged 54 years. 
He was for many years a director of the Worcester & 
Nashua Company. 


—Col. G. Jordan, now Vice-President of the Houston & 
Texas Central Co., bas been offered the position of Generai 
Manager of the Mobile & Ohio road, in place of Mr. A. L. 
Rives, who is going to the Virginia Midland. 


—Mr. George C. Mather, Car Accountant of the Colum 
bus, Hocking Valley & Toledo road, has resigned in order 
to accept the position of Assistant Treasurer of the Colum- 
bus & Hocking Valley Coal & Iron Company. 


—Col. Orland Smith, recently General Manager of the 
Columbus, Hocking Valley & Toledo, and now President of 
the Cincinnati, Washington & Baltimore, and Third Vice- 
President of the Baltimore & Ohio, recently removed his 
residence from Columbus, O., to Cincinnati. On that occa 
sions his friends in Columbus presented him with a very 
fine silver set. . 


—Mrs. Hester Van der Linde Brinkerhoff Jackson died iu 
Newark, N. J., March 20, at the remarkable age of 101 
years. She was mother of Mr. John P. Jackson (deceased), 
who was for many years Vice-President and Superinten- 
dent of the New Jersey Railroad, and grandmother of Mr. 
F. Wolcott Jackson, now General Superintendent of the 
United Railroads of New Jersey Division of the Pennsyl- 
vania Railroad. 


—Mr. Francis A. Brooks has resigned his position as Presi- 
dent and a director of the Vermont & Canada Co. Mr. 
Brooks has for years worked hard ia every possible way to 
secure justice for the stockholders of his pre we and to 
compel the Central Vermont to make some equitable settle- 
ment of their claims. He now retires, it is understcod, in 
order to facilitate the conclusion of the compromise agree- 
ment, which gives them a small part of their dues. 


—Mr. Isaac S. Waterman, for many years a merchant of 
Philadelphia, died in that city March 10, aged 79 years. 
In addition to his business in Philadelphia, he was largely 
interested in iron manufacturing, for a long time owning 
the Montour [ron Works. He was for several years a di 
rector of the North Pennsylvania Railroad Co., and held a 
large interest in that road. He was at one time the princi- 

lowner of the Rochester & State Line road, now tbe 

ochester & Pittsburgh, and the completion of that road to 





Salamanca was chiefly due to his efforte. 
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TRAFFIC AND EARNINGS. 





Railroad Earnings. 


Earnings for various periods are reported as follows: 
Two months ending Feb. 28: 









188%. 1882. Inc. or Dec. P ¢. 
Alabama Great Southern. $155,809 \ 30. 
Central Pacific........... 3,142,000 
Ches. & Ohio, Main Line.. 494,429 
Elizabetht’n,Le «. & Big S. 103,528 
Des Moines & Ft. Dodge. . 41,5) 
Eastern ...... Dadévivevs ses 515,450 
Grand Trunk one 2,797,383 
Gulf, Col. & Santa Fe, .... 295,605 
Houston, E. & W. Texas... 46,3% 
Nash., Chatta. & St L.. .. 651 
Net earnings ............ i74.244 
Oregon Ry. & Nav. Co.... 640,3 0 682.673 
Peoria, Dec. & Evansville. Y5, 920 125.658 
Richmond & Danville lines : 2 
Charlotte, Col & Aug... 164,727 
Net earnings........... 93,054 
Co umbia & Greenville . 166,682 
Net earnings........... 77,824 
Rich. & Danville... 530,005 
Net Cortada go 801,319 
Virginia Midland. . 210,773 





Net earnings........... 97,305 






Western N. C.. 47,647 
Net earnings. 17,762 

St. Louis & Cairo.... 49," 28 
Vicksburg & Meridia 95 B47 


Month of Jahuary: 
Chi., Burlington & Gainey. $1,095,09 $1,658,534 P: 





Danbury & Norwalk...... vei 13,417 

Month of February: oe 
Alabama Great Southern. $51,768 ,73t Lf. 
Centra) Pacific........ .-. . 1,720,675 D. 
Ches. & Ohio, Main Line.. 1 L 

Eliz., Lex. & Big Sandy. L ‘ 
Des Moines & Ft. Dodge.. D. 5 32. 

SD i snenetn dagen toe ben Z 64,953 31.7 

Gulf, Col. & 8. F.... I. 51,497 «62.8 
Houston, E. & W Texas. L 6,173 41.1 
Nash., Chatta. & St. L.... I 20,286 11.6 
Ohio & Mississippi... L 23,860 9.2 
Oregon Ry. & Nav. Co...... b dD. 27,584 9.5 
Peoria, Dec. & Evansville. 57,903 b. 12,306 21.4 


Richmond & Dans tlle lines: 
Charlotie, Col. & Aug.. 
Columbia & Greenville. 
Rich. & Danville. - 
Virginia Midland 


73,487 


7,272 
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Western N.C.. 13,947 
St. Louis & Cairo.... 23,698 D. 5,045 
Vicksburg & Meridia e 43,012 1,607 
Wisconsin Central . ..... 79,98 10,501 

First week in March: 
chi. & Grand Trunk ..... $37,°04 I $22,109 60.8 
East Tenn., Va. & Ga...... 59,732 1 12,566 42.0 
Norfolk & Western..... .. 35,659 I 6,335 17.6 
Ohio Central......... 0 ....+ 12,400 I 4,005 32.8 


Second week in March, 


Chi., Milwaukee & St. P.. $415 .000 $340,267, I. $102,735 30.2 
Chi. & Eastern Ilinois.... 31,246 27,629 I. 8617 181 
Chi, & Northwestern....... 441,000 355,800 1. 85,100 §=23.9 
Chi., St. P., Minn, & Om... 4 96,400 Db. 5,300 55 
Denver & Rio Grande..... i16,700 I. 5,000 43 
Missouri Pacific lines...... 496,942 I. 228,751 45.0 
St. L. & San Francisco..... 5976 I. 23,2700 39.5 
St. P., Minn. & Manitoba.. 145,500 I. 17,500 12.0 
Wabash, St. L. & P........ $44,652) I. 46,500 10.6 





+ Deficit. 
Grain Movement. 
For the week ending March 10 receipts and shipments of 
grain of all kinds at the eight repurting Northwestern 


markets and receipts at the seven Atlantic ports have been, 
in bushels, for the past seven years : 


Northwestern Northwestern 







; b Atlantic. 
receipts. shipments. receipts. 
1,195,040 698,134 1.721,935 


2,566.123 
2,007,797 
2,593, 05 


3,385,861 
4,906,145 


778,365 2,593,052 4,224,824 

505,482 1,649,551 3,367,379 

i, as ontesen erebes neces 1,702,086 1,590,487 1,619,475 
pa banc steebevckesee eels 6,074,880 4,461,514 4,239,807 


Thus the receipts of the Northwestern markets for the 
week were enormously greater than in the corresponding 
week of any previous year, and were no less than 4,372,000 
bushels (257 per cent.) more than in the corresponding week 
of last year, when they were very small, however. They 
were nevertheless 457,000 bushels less than in the previous 
week of this year, though with that and another exception 
they a the largest ever known while navigation was 
closed. 

The shipments of these markets were also vastly greater 
than ever before at this season and 180 per cent. more than 
in the corresponding week of last year. They were 360,000 
bushels more than in the week before and were the largest 
since September. There were 738,069 bushels (16.5 per cent. 
of the whole) that wert down the Mississippi, yet the rail 
shipments were the largest ever made in a single week. 

The Atlantic receipts are also larger than in the corre- 
— week .of any previous year, but only slightly larger 
than in 1880 and 1879. They were 2,620,000 bushels (160 
per cent.) more than last year, but 626,000 less than in the 
previous week of this year. With that exception, however, 
they were the largest since November. 

While there was a decrease of 457,000 bushels in the 
Northwestern receipts. there were none of any importance 
except at Toledo and Peoria, whose receipts were extraor- 
dinary the week before. 

Among Atlantic ports Baltimore and New Orleans show a 
large falling-off from the week before, but no other places. 

xports from Atlantic ports for the week to March 14 
have been: 
1881. 1882. 1883. 
eh oe LCI GEE RCL 148,441 128,014 125,096 
Grain, DU...... ....00. ..0..0- » 3,975,208 1,611,730 2,174,275 





Thus while the exports were somewhat more than last 
rear, they were much less than in 1881. 

For the week ending March 17 receipts and shipments at 
Chicago and Milwaukee were: 


——— Receipts. ——— -——-Shipments. —-— 
1883. 1882. 1883 1882. 
Flour, bbls... 178,714 159,772 205,876 185,089 


Grain, bu........... 3,216,882 1,110,730 2,197,397 1,223,876 
The enormous increase over last year might pe accounted 
for by the very light movement last year; but comparison 
with other vears shows that the movement is now unpre- 
cedented. 
For the week ending March 17 receipts at four Eastern 
ports have been : 


hels ; New York. 





Busi Boston. Phila. Balt. Total. 
1883...... 1,729,288 483,900 426,050 931,459 3,570,697 
1882..... 631,957 215,385 95,050 127,436 ,064 828 
1881......1,411,532 373,830 584,550 1,167,856 3,537,768 

P.c. of total: 

ee 48.4 13.6 11.9 26.1 100. 
ee 59.1 20.1 8.9 11.9 100.0 
, eee 39.9 lv.6 16.5 33.0 100.0 


Philadelphia and Baltimore together have 38 per cent. of 
the whole this year, against 20.8 last year and 49.5 in 1881. 
The total receipts being slightly more than in 1881, Phila- 
delphia received 27 per cent, less and Baltimore 20 per cent. 


less, but New York 2214 per cent. and Boston 30 per cent. 
more. 





THE RAILROAD GAZETTE 


. Coal. 


Coal tonnages for the week ending March 17 are reported 
as follows : 





1883. 1882, P.c, 
Anthracite t 4 ....382,426 371,772 5.6 
Semi-bituminous ..... . ...... 94,529 92,513 Ll. 2, 2.2 
Bituminous, Penna.... ........ 72,808 53,356 I. 19452 36.4 
Coke, Penna.... nies .... 50,040 64,493 D. 14,453 22.4 


The anthracite companies have decided to resume work 
on full time. Probably this will not make very much dif- 
ference in the total output. 

Coke tonnages continue to show a considerable decrease, 
but the bituminous trade generally show considerable im- 
provement over last year. 

Cumberland coal tonnage for the week ending March 10 
was 31,224 tons. The total tonnage this year to March 10 
was 325,623 tons. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending March 10 was: 


From line From other 


of road. roads Total 
Coal... ; ay rien tee "138,092 42,208 180,300 
Coke .. j aah 42.570 7,470 50,040 
Total... _ 180.662 49,678 230,340 


The total tonnage this year to March 10 was 2,308,977 
tons; 1880, 2,078,683; increase, 220,294 tons, or 11.1 per 
cent. 

Mr. Jobn H. Jones, Official Accountant, makes the follow- 
ing statement of anthracite coal tonnage for February and 
the two months to Feb, 28: 


~—-~February.-—— —Two months.— 
1883. 1882. 1883. 1882. 
Phila. & Read... 475,143 364,287 940,656 772,654 
Lehigh Valley... 401,388 337,753 832,966 696,969 
Central, of N. J 280,330 584,813 493,5 


229,226 
2 





Del., Lack. & W....... 308,627 





2 646, 887 5S: 6 

Del. & Hud. Canal Co.. 194,861 442,587 409,740 
Pennsylvania R. R..... 165,161 327,318 302,023 
Penna. Coal Co.... .... 90,551 193,304 163,025 
(we a eS ae 21,636 45,210 48,769 
RARER CPE er 1,937,997 1.605.244 4,013,739 3,439,154 





Increase for the month, 332,753 tons, or 20.7 per cent.; 
increase for the year, 574,585 tons, or 17.7 per cent. All 
the companies show gains except the Erie. 

February tonnage of the Lehigh Valley includes 5,402 
tons from the State Line & Sullivan road. In addition to 
the February tonnage credited to the Delaware & Hudson 
Canal, that company transported 39,279 tons from mines, 
which is included in tonnage of other interests. 

The stock of coal on hand at tidewater shipping points 
Feb. 28, was 575,695 tons, a decrease of 41,064 tons dur- 
ing the month. 

Sumberland coal shipments for the week ending March 
17, were 33,416 tons. The total shipments this year to 
March 17, were 359,038 tons. Shipments by the Chesapeake 
& Ohio Canal began during the week, 2,091 tons goirg that 
way. 

Coal receipts at San Francisco for the two months end- 
ing Feb. 28 were 107,460 tons, against 156,780 tons for the 
corresponding period last year; a decrease of 49,820 tons, 
or 31.4 per cent. 

The first car-load of coal from the Pocahontas mines, on 
the New River Division of the Norfolk & Western road, 
reached Norfolk, Va., on March 17. Its arrival was cele- 
brated by a salute and formal celebration. The company 
presented the coal to the Mayor for distribution to the poor 
of the city. 2 

Chicago coal receipts for the ten months from May 1 to 
Feb. 28 were : 











——Anthracite.—— ——-Bituminous.--—— 
1882-83. 1881-82. 1882-83. 1881-82. 

By lake........ . 629,385 565.161 274,908 284,4: 
By rail... 389,415 410,019 2,219,065 1,85 3 
Total eee eee1,018,800 975,180 2,493,973 2,140,984 
Per cent. by rail... 38.2 42.1 89.0 86.7 


The total receipts for the ten months this year were 5,512,- 
773; last year, 3,116,164; increase, 396,609 tons, or 12.7 
per cent. 


The Southwestern Railway Association, and the 
Kansas City, Fort Scott & Gulf. 

In consequence of the attempt of the Kansas City, Fort 
Scott & Gulf to open a new freight line between Kansas 
City and St. Louis ia connection with the St. Louis & Sau 
Francisco, the following circular was issued by Commis- 
sioner Midgley, of the Southwestern Association, on 
March 6: 

‘* Withdrawal of through rates and divisions on business 
to and from pointson the Kansas City, Fort Scott & Gulf 
road : 

**On and after March 15 ensuing all through rates and 
divisions now in effect with the Kansas City, Fort Scott & 
Gulf Railroad on both east and west bound business will be 
withdrawn, and all freights to or from points cn or east of 
the Mississippi River coming from or destined to points on 
that road will be subject to the established local tariff rates 
of this Association to or from Kansas City. The above will 
cancel the through rates to Fort Scott, Paola and Parsons, 
Kan., shown in joint freight tariff No. 1, westward bound, 
dated Jan. 1, 1833 ; also the through rates from these points 
as shown in joint freight tariff No. 2, eastward bound, of 
same date.” 

In response to this circular General Freight Agent M. L. 
Sargent, of the Fort Scott road, issued the following circu- 
lar to agents under date of March 9 : 

‘* All through rates and divisions via Kansas City, Paola, 
Fort Scott and Lamar, to or from Chicago, St. Louis or 
other Mississippi River points and East will be void on and 
after March 15. 

“You will not name any through rates or give any bills 
of lading by theseroutes after Saturday, March 10, inst. 

** All through rates and divisions ria Nichols will remain 
in effect, and all business for St. Louis and East must he 
loaded and routed that way. Notify all shippers and others 
interested. 

**On and after March 15, inst., our local tariff rates will 
apply on all business to and from Kansas City, whether 
local or through. 

‘*Remember that full rates will be charged by all lines 
east of Kansas City, Paola, Ft. Scott and Lamar on all busi- 
ness not delivered to them on or before the 14th inst., and 
you must see that all your through business billed at present 
divisions of the through rates is delivered by that time. 

‘“* Kansas City will continue to bill at our proportion of the 
through rate on and after the 15th any business in transit 
that was billed out by connecting lines prior to March 15, 
at their proportion of through rate. 

** Agents will at once interview all shippers, explaining this 
order, and solicit their business via Nichols and request them 
to so order goodsrouted. We can and will make as good 
time via Nichols as has been made via Kansas City or other 

junction points from Chicago, St. Louis and all points East. 

oods should be ordered ‘Care St. Louis & San Francisco 
Railway, St. Louis.’ 





“The Association withdraws percentage divisions to punish 
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this line for opening a St. Louis line, and we trust our 
friends wiil feel enough interest to order via Nichols and 
thus assi-t us in showing that sbippers on our line are not 
entirely at the mercy of this foreign pool assuciation. 

‘* Order ’Frisco cars for grain for St. Louis or East.” 

Nichols, four wiles from Springfield, Mo., is the point of 
junction with the St. Louis & San Francisco road. 

After these preparations for war a meeting was held at 
which it is reported that the roads in the Association agreed 
to pay the Fort Scott and the St. Louis & San Francisco 
companies a certain sum, in consideration of which they 
give up the Kansas City business. 


Rates on Immigrants’ Movables, 

At a meeting held last week in Chicago there were present 
representatives of the lines from Chicago to St. Paul, the 
St. Paul, Minneapolis & Manitoba and the Northern 
Pacific. Tbe rates ou immigrants’ movables from Chicago, 
Burlington, Rock Island, Moline, Clinton, ete., to places of 
location in the territories, were determined as follows: 
From Chicago and the cities above mentioned to Fargo and 
Jamestown, *70 per car; to Crookston and Grand Forks, 
$73; to Bismarck, $80; Glendive, $115; Miles City, $155; 
Billings, $140; St. Vincent, $75; and to Livingston, $160, or 
from $12 to $35 per car less than the rates heretofore en- 
forced. From Peoria, St. Louis, Beardstown, Quincy, Han- 
nibal, and from other points of embarkation to Fargo the 
rate was fixed at $80 per car, with a proportionate increase 
to more distant places, and the same rate, $80, from St. 
Louis, etc., to St. Vincent. 


A Fast Freight Line to Manitoba, 
Arrangements have been completed for the organization 
of a fast freight line to run between Toronto, Ont., and 
Winnipeg, Manitoba, over the Credit Valley, the Cunada 
Southern and Michigan Central, the St. Paul, Minneapolis & 


Manitoba and the Canadian Pacific roads. ° 


St. Louis, Minneapolis & St. Paul Short Line. 

Officers of the Minneapolis & St. Louis, the Burlington, 
Codar Rapids & Northern, the Chicago, Burlington & 
Quincy, aid the St. Louis, Keokuk & Northwestern rail- 
reads in conference in Burlington, la., March 21, decided 
to re-establish the fast passenger line between St. 
Louis and Minneapolis and Lake Minnetonka and St. Paul, 
to be called the St. Louis, Minneapolis & St. Paul Short 
Line. It was formerly known as the Iowa route. This ar- 
rangement goes into effect April 1. 


RAILROAD LAW. 
New Jersey Railroad Taxation. 

The New Jersey Senate has defeated both the bills for 
the taxation of railroad property, one of which had already 
passed the House. These bills have been the subject of much 
discussion, and have excited a great deal of interesc through- 
out the state. A joint resolution has been passed providing 
for a commission, to consist of the Attorney-General and 
two others, to draft a railroad tax law to be submitted to the 
Legislature next year. 

Express and Railroad Companies. 

A dispatch from Portland, Or., March 19, says: ‘“‘ Judge 
Deady, of the United States Circuit Court, to-day granted a 
provisional injunction in the case of Wells, Fargo & Co. 
against the Oregon Railway & Navization Co. He held 
that Wells, Fargo & Co. were duly incorporated ; that the 
express business is a recognized branch of the carrying 
trade, and the railway was bound to rate it accordingly ; 
that the railroad corporation was created by the state 
to serve the public as a common carrier for reasonable com- 
pensation, and must adjust itself to the usage and custom of 
trade, and that the Oregon corporation act only authorizes 
collection of reasonabie tolls by the railroad companics 
and is a contract with the state to that e«ffect, and what 
constitutes reasonable tolls is for the court to decide. In 
each case the Court directed that the plaintiff sbould pay 
the defendants the same compensation as heretofore.” 
Contracts for Division of Territory. 

In the suit of the Denver & New Orleans Co. against the 
Atchison, Topeka & Santa Fe Co., the United States Circuit 
Court at Denver holds that the contract between the de- 
fendant company, the Union Pacific and the Denver & Rio 
Grande for a division of territory to the exclusion of other 
roads is against the public interest and caunot be sustained 
by law. The Court therefore decrees that the defendant 
must receive passengers and freight from the plaintiff at the 
junction of the two roads, and must receive passengers and 
freight at other pcints to be delivered to plaintiff’s road at 
the j inction. The rates to be charged on passengers and 
freight interchanged must not be greater than those charged 
on business exchanged with the Denver & Rio Grande at 
the same point. Further than this the Court dismisses so 
much of plaintiff’s bill as prays the Court to fix rates and 
prescribe the apportionment of rates between the roads. 


The Law Regulating the Transportation of Live 
Stock. 

In the cases of the United States against the Boston &: Al- 
bany and the Fitchburg Railroad Co. suit was brought to 
recover penalties under the following section of the revised 
statutes : 

‘No railroad company within the United States whose 
road forms any part of a line of road over which cattle, 
sheep, swine or other animals are conveyed from one state 
to another, or the owners or masters of steam, sailing or 
other vessels carrying or transporting cattle, sheep, swine or 
other animals from one state to another shall confine the 
same in cars, boats or v2ssels of any description for a longer 
period than 28 consecutive hours without unloading the 
same for rest, water and feeding for a period of at least five 
consecutive hours, unless prevented from so unloading by 
storm or other accidental causes. In estimating such con- 
finernent the time during which tie animals have been con 
fined wi‘!hout such rest on connecting roads from which they 
are received shall be included, it being the intent of this sec- 
tion to prohibit their continuous coufinement beyond the pe- 
riod of 28 hours, except upon contingeucies hereinbefore 
stated.” ° 

The pevalty prescribed is a fine of not less than $100 nor 
more than $500 for each offense. 

The companies having interposed demurrers on two 
grounds the United States District Court in Boston has over- 
ruled the demurrers on the first ground, holding that the law 
is clearly constitutional and the companies within its pro- 
visions. The second ground of demurrer was that the pen- 
alty sued for is not the penalty imposed by the statute, and 
on this the Court holds that the confinement of the entire 
number of animals for a longer period than 28 consecutive 
hours witout unloading for rest, water and feeding, is a sin- 
gle offence, for which the defendants are made liable to the 

enalty. By no fair construction of the statute can the un- 
awful confinement of each animal be held to constitute a 
separate offense, and thus the penalty be multiplied by the 
whole number of animals carried. On this ground the de- 
murrers were sustained, but leave was given to amend th: 
complaint, 








<: TEI Ge a wlll nena NG he 





MaRcH 23, 1883] 


OLD AND NEW ROADS. 


afforded on the lines of the roads, and even more favorable 
| terms made to shippers and travelers. 
“It would, indeed, be a short-sighted policy for the lessees 








Addison & Northern Pennsylvania.—A contract 
has been let for a branch line which is to run from this road 
at Davis station, near Gaines, Pa., southeast through Ben 
Gully to some coai mines, This branch will be about 6 
miles long. Work is to be begun at once and finished in 30 


| to 
| of transportation, or in any way obstruct or render burden- 
| some to patrons the service of the different roads. 
| ‘The history of the consolidation and leasing of competing 
heme | roads, both in this country and in Europe, conciusively proves 
“ay : | that such acts have uniformly resulted in better train facili- 
Arkansas State Railroad Bonds.—At a meeting held | ties, and in lower or more just traffic terms to patrons. The 
in Philadelphia last week the holders of the repudiated | leasing of the Eastern Railroad by your road will certainly 
Arkansas state bonds resolved to proceed actively against | not form an exception to a general rule. ’ 
the railroads upon which the bonds constitute a lien,| ‘‘The terms of the lease have been cautiously considered by 
under the recent decision of the United States Circuit Court. | your directors, aud every provision has been subjected to 
They will therefore ask at once for the appointment of re- | prolonged discussion, with the view of guarding and pro- 


change or diminish freight or passenger trains, add to cost | 








ceivers for the Little Rock & Fort Smith, the Little Rock, 
Mississippi River & Texas and the Memphis & Little Rock 
roads. 


Atlantic & North Carolina.—Under the order re- 
cently granted by the North Carolina Circuit Court, the 
Court has appointed Major John Gatling Receiver, pending 
further action in the suit to set aside the lease of the road to 
the Midland North Carolina Co. The Receiver has taken 
possession of the road. 


Augusta & Knoxville.—At a recent meeting of the 
board the Finance Committee was authorized to confer with 
the stockholders and bondholders, and to endeavor to make 
some satisfactory arrangement in relation to the unpaid 
January coupons. The Committee was also authorized to 
receive proposals for the sale or lease of the road. 


Bangor & Piscataquis.—At the annual meeting in 
Bangor, Me., March 21, the stockholders voted to authorize 
the directors to take all necessary steps to build the exten- 
sion of the road to Moosehead Lake. 


Bedford, Springville, Owensboro & Bloomfield. 
—The Indianapolis Rolling Mill Co., as owner of this road 
by purchase at judicial sale, has organized the Bedford & 
Bloomfield Railroad Co. The road is a narrow-gauge line, 
extending from Bedford, Ind., westward 41 miles to Switz 
City. Its business bas been very light, chiefly it 1s said, on 
account of the want of friendly connections. 

The Indianapolis Rolling Mill Co, is not anxious to keep 
the road, and has been for some time trying to negotiate a 
sale. It is understood that the road was offered to the Penn- 
sylvania Company some time ago. 


Boston & Albany.—This company has completed at 
Boston a milk depot 350 by 28%¢ ft. and four stories high. 
A track enters the first story, from which trains can be un- 
loaded into 80 ice ches*s, each chest holding 80 cans. Ten 
elevators lift the milk to the second story, which is level 
with the streets, whence 30 wagons can receive their sup- 
ply at once through as many doors. In the upper story it is 
proposed to start a creamery, where any surplus milk will 
be made into butter. 


Boston, Hoosac Tunnel & Western.—The sale of 
the franchises, rightof way, and all otber property of this 
company west of Schenectady, N. Y., to the New York, 
West Shore & Buffalo Co. has been finally completed. The 
price paid is said to be $400,000 cash, and $700,000 West 
Shore stock. A short piece of track connecting the two 
roads near Schenectady 1s to be built at once. The agree- 
ments between the two companies included a co: tract for 
interchange of traffic to and from New England points. 


Boston & Lowell and Concord.—In the New Hamp- 
shire bp ger Court, March 16, a decision was given in the 
case of the state, ou complaint of Pearson, against the Con- 
cord Ruilroad Co. The Court held that the arrangement 
under which the Concord and Boston & Lowell railroads 
have been operated recently was partly legal and partly 
illegal, although the decision sustained the management 
completely in all important matters; that neither stock- 
holders, Concord Corporation, nor the public bad been in 
any way injured ; that the directors acted on the advice cf 
emivent counsel, in good faith and with a desire to conform 
to law, and bad been guilty of no substantial misconduct ; 
but that stockbolders of the Concord Railroad could not be 
compelled to bave receipts from local business nuingled with 
local business of the Boston & Lowell Railroad, and divided 
by the same ule of equitable division which the division of 
through business was properly governed by. The conclusion 
arrived at was that in this respect it was not in conformity 
with the opinion delivered upon the contract first entered 
into between the Concord and the Boston & Lowell, and to 
that extent it was in violation of the injunction. A nominal 
fine of $1 was imposed. 

The agreement having been terminated by mutual con- 
sent, this decision has now no practical effect. 


Boston & Maine.—The directors have issued a circu- 
lar to the stockholders, in which, after referring to past 
troubles with the Eastern road, they speak of the proposed 
lease of that road as follows: 

‘*Some of the advantages may be pointed out for your 
information and guidance. The lease places at once under 
your control, lands, yards, storehouses and deep water fa- 
cilities in Boston, which have been long needed, and for the 
want of which the business of your road has seriously 
suffered It removes not only the necessitv for the expen- 
diture of several millions of dollars for lands for increased 
depot and freight facilities in Boston, but it obviates the 
necessity for raised tracks and other enstly devices for fa- 
cilitating and meeting the growing traffic of your road. The 
control of the Eastern road affords direct and easy com- 
munication with the White Mountains, and removes the 
necessity for the expenditure of largesums of money in 
opening new avenues to secure this traffic, which is growing 
in importance every year. Italso gives direct connection 
with all the popular summer resorts, not only on the coasts 
of Eastern Massachusetts and New Hampshire, but on those 
reached by cars and steamboats onthe coast of Maine. 
These seashore resorts, as the country increases in wealth 
and population, are to become important factors in our 
traffi: resources, avd we can hard®Y overestimate the im- 
portance of avoiding all costly contests in competing for 
this business. 

“It is obvious to all intelligent men that the two roads, 
placed under one management, must result in a great saving 
in operating expenses. 

“The saving will, indeed, be much greater than is supposed 
possible by those who are not familiar with the interests 
and management of the roads. The numerous ways in 
which important savings can be made have been carefully 
considered and estimated, and it may be stated that it is 
certain the aggregate isa sum which will contribute ma- 
terially to the resources of the roads without diminishing 
the traffic facilities, or in any way interfering with the 
rights and interests of the public. 

“The matter of — rights, conveniences and interests, 
as involved in the lease, is one upon which there need be no 
anxiety felt by communities or individuals, It may be 
stated that not only will patrons doing busiuess with either 
road be as well accommodated and as favorably considered 
as in the past, but it is confidently expected that by reason 
of important saving in expenses, improved facilities will be 


| tecting your interest for the present and prospectively. 
| ‘It will be noticed that in the various provisions of the doc- 
| ument there is no one which imposes upou your road guar- 
| antees of any of the debts of the Eastern road. You assume 
| none whatever of the obligations of the leased road; you 
| become in no way involved in its pecuniary affairs, or inter- 
ested in its bonded stock or floating debts. All your obliga- 
| tions are confined to paying the interest on the funded or 
| fixed debts of the corporation, at the rate of 6 per cent. per 
annum, and paying over to the stockholders certain portions 
| of the net earnings of the jomt roads, after paying 9 per 
| cent. dividends on your own stock and the interest on the 
| funded debt of your road. 

‘*Your directors are unanimously of the opivion that the 
terms, conditions and obligations of the proposed lease are 
safe, and that under no circumstances likely to arise, can its 

| provisions result otherwise than for your immediate and 
| prospective benefit.” . 


Burlington & Sheldon.—There is some taik in Ver- 
mont of the building of a railroad from Burlington, nearly 
parallel to the Central Vermont, to St. Albans, and thence 
to Sheldon Junction, about 50 wilesin all. The project is 
said to be backed by the Southeastern, of Canada. 


Canada Southern.—A dispatch from Washington, 
March 20, says: *‘ The Attorney-General has rendered an 
opinion on the proposition of the Canada Southern Railroad 
to bridge Niagara River. ‘The Canadian Parliament author- 
ized the building of such a bridge when similar permission 
was given by Congress or the President. The Attorney- 
General says that Congress has done nothing in the matter 
and that the President has no authority to grant the neces- 
sary permission.” 


Carson & Colorado.—Track on this road has now been 
laid from the late terminus at Benton. Col, scuthward 15 
miles, and the grading is finished for 15 miles further. 


Central Vermont.—The Boston Advertiser of March 18 
says: ‘‘The long pending negotiations between the various 
parties interested in the Vermont Central and Vermont & 
Canada railroads, for a termination of their differences, 
are still going forward, and tbere is reason to hope for a 
final and satisfactory settlement within a few davs. It bav- 
ing been represented by some persons that the Hon. Francis 
A. Brooks, President of the Vermont & Canada, was ob- 
structing the progress of the plan, Mr. Brooks, at a meeting 
of the directors of thatcompany, a day or two ago, resigned 
as President and director, for that reason and others persoval 
to himself. The directors reluctantly accepted his resigna- 
tion, tenderivg him a complimentary vote, and elected Col. 
Albert Clarke President. They also passed, as they have 
before done, votes in furtherance of the scheme of settle- 
ment, and approved the draft of a mortgage of both roads, 
as azreed upon by the counsel of both corporations. There 
now seems to be no disagre2ment any where, and this action 
of the Vermont & Canada people places it in the power of 
the Central Vermont management to complete the reorgan- 
ization without delay.” 


Central, of New Jersey.—The old report of a lease of 
this road to the Philadelphia & Reading Co. has been re- 
vived. It bas not been denied by the Reading party, but its 
truth is denied by authority of Receiver Little. Two things 
certainly appear to be against the report. The lease could 
hardly be made while the Cevtral remains in possession of 
the court, and there seems to be no immediate prospect of a 
termination of the receiversbip. Moreover the Reading is 
at present in no position to make the guarantees which the 
Central stockholders would be likely to require. The lease 
is possible, but does not seem to be imme fiately probable. 


Chesapeake & Ohio.—At the annual meetiug, March 
15, the stockholders voted to approve the action of the 
directors in guaranteeing the bonds of the Newport News Ele- 


purpose of building branch lines and improving terminal 
facilities, and to authorize the board to buiid branches 
where necessary to reach mines, furnaces, etc., such spurs 
and feeders not to exced 20 miles each in length. 

This company has lately received four new Pullman 
sleepers, which are to be put on the road shortly, and which 
will run between Cincinnati and Newport News without 
change during the summer. 


Chicago, Rock Island & Pacific.—The track of 
the Keokuk & Des Moines Division from Des Moines, Ia., to 
Ottumwa is now being relaid with steel rails of the company’s 
standard pattern. 


Chicago & Northwestern.--Notice is given that at the 
annual meeting in June the stockholders will be asked to 
vote on the consolidation of the Chicago, Milwaukee & 
Northwestern and the Elgin & State Line companies with 
this oomaees. Both of these are proprietary roads, the 
Chicago & Northwestern owning all the stock, and the con- 
solidation will be purely formal, and will simply dispense 
with the necessity of keeping up the separate organizations. 
The company’s policy has for several years been to absorb 
= proprietary organizations as fast as can be conveniently 

one. 


Cincinnati & Eastern.—A contract has been let to 
Stephen Feike, of Cincinnati, for all the work needed to 
complete the road to Portsmouth, O. The work is to be fin- 
ished by July 1. : 

The track is now laid to Mineral Springs, 5 miles eastward 
| from the late terminus at Peebles and 77 miles from Cin- 


‘¢ 
| amet. Trains begin running to the new terminus this 
week. 


| Cincinnati, New Orleans & Texas Pacific.—This 

| company is organizing a fast freight service for the special 

purpose of carrying fruit and vegetables from Southern 
ints to Cincinnati and otber northwestern cities. A num- 
r of cars have been prepared especially for this traffic. 


| Columbus, Chicago & Indiana Central.—The bond- 
| holders who bought this road at foreclosure sale have organ- 
| ized the Chicago, St. Louis & Pittsburgh Railroad Co., and 
| the necessary certificates have been filed in Ohio, Indiana 
| and Illinois. The organization will be completed in a short 
| time. The capital stock of the company is $30,000,000, and 
a mortgage for $22,000,000 has been executed, as provided 
in the a ment of reorganization. The new company is 
entirely under Pennsylvania control. 











vator Co. : also to approve an issue of $3,000,000 bonds for the | 
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Delaware & Hudson Canal Co.—The United States 
& Canada Express has contracted with this company for 
the local business ou its leased Albany & Susquehanna Rail- 
road, Itis intended to cynnect at Binghamton with the 
Delaware, Lackawanna & Western Express, and thus cover 
che territory of Southern New York to Buffalo, and also to 
reach all the principal points in Pennsylvania. From 
Albany the company will, as formerly, use the Hoosac Tun- 
nel line to Boston. The National Express and the Erie & 
New England Express have heretofore cperated over the 
Albany & Susquehanna road, 


Grand Rapids & Indiana.—A dispatch from Grand 
Rarids, Mich., March 21, says: ‘*‘ The Pennsylvania Rail- 
road Co. to-day presented a bill in the Circuit Court of Kent 
County asking for an injunction against the Grand Rapids 
& Indiana Railroad Co., to restraim the latter from paying 
the iuterest maturing on April 1 on its bonded debt secured 
by the mortgage of Oct. 1, 1869, until it bas paid the interest 
coupons on bonds secured by the same mortgage, previously 
maturing, purchased and held by the Penusy!vamia Rail- 
road Co., amounting with interest to $2,345,000.” 

The Pennsylvania Railroad Co. has paid these coupons 
under an agreement made some years ago, by which it 
agreed to pay them as they matured and to hold them until 
Jan. 1, 1883. The present application is probably the fore- 
runner of a suit in foreclosure. 


Hannibal & St, Joseph.—A dispatch from Kansas 
City, March 18, says ; “Judge Cravens, Special Master in 
Chancery, yesterday made a report to Judge McCrary. in 
United States Circuit Court, inthe Hannibal & St. Joseph 
bond case. The Master was appointed to report upon the 
amount of indebtedness remaining due tothe state on ac- 
count of the bonds issued by the latter in aid of the read. 
The railroad company has paidinto the state treasury 
$2,000,000. The Master reports that on Jan. 1, 1883, there 
was due the state for unpaid interest from the railroad 
company the sum of $549,000. The report now awaits the 
action of the presiding Judge.” 


Huntingdon & Broad Top Mountain.--This com- 
= bas created a car trust to the amount of $120,000, 

aring 6 per cent. interestand payable in ten yearly in- 
stallments. The Girard Life Insurance & Trust Co., of 
Philadelphia, is trustee. The trust is made for the purpose 
of buying coal cars, 250 of which have been ordered, 


Indianapolis & Evansville.—This road, which bas 
track laid from Washington, Ind., to Petersburg, 18 miles, 
and a little grading done besides, has been sold to D. J. 
Mackey, who represents several gentlemen interested in 
the Evansville & Terre Haute and the Chicago & Eastern 
Illinois road. Und®tr the new management the road will 
probably be extended to a connection with the Evansville 
& Terre Haute, but itis not at ull likely that the original 
plan of extending it to Indianapolis will be carried out. 


International.—Work has been begun on this road in 
Maine, near the Quebec border. The contracts let cali for 
the completion this year of the road from the present ter- 
minus at Lake Megantic, P. Q., to the Maine state line, 
about 15 miles, and of a section of 20 miles in Maine. 


International, of Florida.—The Jacksonville (Fla.) 
Union-Times says: ‘*Gen. John B. Gordon arrived in this 
city yesterday to direct the future great railway enterprise 
of which he is the official head, ‘To-morrow morning a large 
force of hands will be put to work at diffvrent points on the 
line of the International Railway & Steamship Co.’s Rail- 
road, between this city and Palatka, under the manage- 
ment and direction of experienced railroad builders. 

** At the same time the work will be c ntinued from Tam- 
pa to some point on the Peninsular Railroad, now finished 
to Wildwood, so as to give the city of Tamra and that section 
of the state an outlet by way of the western portion of the 
International road and the already completed lines of other 
companies to Jacksouvilie, the purpose being to give the 
people of the Tampa Bay country a line of transportation 
sooner than could be given by building the entire line from 
Jacksonvilieto Tampa. This does noc change in any degree 
the ——— pian of aline from Jacksonville to Tampa and 
Key West, all of which will be put in process of construction 
at an early day.” 


Iron Mountain & Helena.—The United States Cir- 
cuit Court has given judgment against this road for $29,000 
in favor of A H. Johuson, who built 18 miles of the line, 
and bas decided chat, under the contract, Mr. Johnson is 
entitled to possession of the road until his claim is paid. The 
road was sold to the St. Louis, [ron Mountaia & Southern 
Company some months ago, and 1s now operated by that 
company. 


Memphis, Selma & Brunswick.—Work is progressing 
steadily on this road, and track is reported laid for 12 miles 
westward from Holly Springs, Miss. The grading is well 
advanced toward Memphis. 


Marquette, Houghton & Ontonagon.— Contracts 
have been let for the grading of the remaining 21 miles of 
the extension from L’Anse, Mich., to Houghton, and work 
has been begun. On the section first let the work is ad- 
vancing well. 


Mexican Railroad Notes.—The following items are 
from the latest number of the Mexic m Financier. 

On April 2, anniversary of the battle of Puebla, Yucatan 
will witness the inauguration of two new lines of railway: 
oue from Merida to Umar, on the Calkini line, and the other 
from Merida to Conkal, which is the first section of the 
through line to Progreso. 

The Mexican Central has been extended 40 miles south of 
Chibuabua, but work is delayed by the non arrival of 
material for bridges. The company has submitted to the 
government a plan of route northward toward Santa 
Rosalia, so as to touch that city, and also to avoid buiiding 
a heavy and expensive bridge required on the original 
route. 

Durango advices state that engineers are now in the field 
to fix the definite line of the Sinaloa & Durango-road from 
Culiacan to the portof Mazatlan. The line will probably 
be run via Cieneguita, Puerta de Santa Maria, Otinapa and 
La Borrega, dividing at this point via Cosala for Culiacan 
and via San Ignacio for Mazatlan. The goverument 
inspectors have already accepted 40 miles of the road. 

ne International Rail Co. is said to have abandoned 
its projected route to Monterey, passing through Linares 
and Montemorelos. It will build from Laredo direct to 
Ciudad Victoria and thence to the City of Mexico, running 
branch roads to the most important points. 

Official reports on the Lampazas & Coahuila Division of 
the Mexican National state that the new iron bridge at 
Morales is about finished, and a similar structure is building 
at Topo and another at Salinas. The forinal opening of the 
road to Garcia will take place as soon as the station houses 
at Santa Catarina and Garcia are finished and the telegraph 
line completed. 


Michigan Central.—Surveys have been completed for 
the p branch from Beaver Lake, Mich., on the Mack- 
inaw Division, to Alpena, which will be about 70 miles long. 
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A contract has been let to i W. Sage & Co., for grading 
ee — of’this branch, their contract. beginning at Beaver 
ake. ’ ee , 

Notice is given that the 8 per cent. equipment bonds, 
which mature April 1, will be paid on and after April 2, on 
presentation at the office of the Farmers’ Loan & Trust 
Co. in New York: Interest will cease from maturity. There 
— $556,000 of these bonds outstanding by the latest re- 
por . 


perme eg Terre aux Boeufs & Lake.--We have 
received the following statement from this company : 

‘This company was organized under u state law by citi- 
zeus of New Orleansand vicinity. It is virtually a rebuilding 
of the old Mexican Gulf road, whose right of way, road-bed 
and franchises it acquired by purchase. The latter road was 
was built in 1838-40, laid with flat rail, and was worked up 
to the war, when the rails were taken to be used in building 
iron-clad confederate rams. The road will be 30 miles long, 
extending from Elysian Fields, in New Orleans, to Lake 
Borgne, on the Gulf of Mexico. The survey is now com- 
pleted; the line runs 314 miles through the city, thence south 
on the left bank of the Mississippi 15 miles to Eng- 
lish Bend, whence it runs east to ke Borgne. Grad- 
ing is now progressing, with, a good force, about 
4 miles next the city. being completed. The’ ties 
are all contractei for and about 30,000 on _ the 

round. The grade the. entire distance is less than 5 ft. 

he line of the old road. is ehanged to get on the high lands 
near the river, and to run near the sugar houses, of which 
there are 20 on the lines. The land is the rich alluvial sandy 
soil deposited by the river. On the levee are large vegeta- 
ble gardens and orange groves, to supply the New Orleans 
and Northern markets. The cowpany has bought a large 
tract of land on the lake front, to make an attractive sum- 
mer resort, with salt breezes and surf-bathing, the nearest 
and most accessible tothe city. ‘The capital stock of the 
company is $200,000, the bonded debt $8,500 per mile. 
The road will be completed and in running order by Sep- 
tember next. The road will be ballasted with shell, of 
which there are great quantities at the lake terminus. 
Among the improvements at Lake Borgne will be a pier, 
accessible for vessels drawing 8 ft. of ~vater, and from which 
fruits and tropical vegetables cav be loadgd on cars for 
Northern markets.” 


Nahant Branch.—It is proposed to build a railroad 
from the Eastern road at Revere Beach, Mass., by Long 
Beach, Nahant Beach and Little Nahant to Nahant. The 
road will be about 444 miles long, and will give access by 
rail, although necessarily by a circuitous route, to a popu- 
lar summer resort, which is now onl¥ accessible from Bos- 
ton by water. 


Nashville, Chattanooga & St. Louis.—This com- 
pany’s statement for February and the eight months of the 
fiscal year from July 1 to Feb. 28 is as follows : 


February. Eigbt months. 





o IIS ooo si cc cbsndeseseentrheiiepecehal $195,263 $1,574,184 
BI do av ctcncee caveesncecnnccccevens 106,336 872,025 
Net earnings $88,927 





702,159 
43° 


nw 


Interest and taxes.......... 0.0.22... : 


I Wi Fale Pigs <b ech Bake Tas esewe caw was $268,230 


For the eight months there was an increase of $135,199, 
or 9.4 per cent., in gross earnings ; a decrease of $8,932, or 
1.0 per cent., in expenses ; an increase of $144,131, or 25.8 

r cent., in net earnings, and an increase of $131,611, or 

.3 per cent., in surplus earnings. ~ ’ 


New YorkCentral & Hudson River.—A curious suit 
against this company is now on trial in New York. The 
plaintiff, Dr. John W. Green, seeks damages for the depre- 
ciation in value of his property, which faces on the com- 
pany’s St. John’s Park freight station in New York. His 
complaint alleges that, in consequence of the building of this 
station and the use of the adjoining streets by the company, 
the annual rental of his property has decreased from $6,500 
to $2 500, and estimates the damage done to him at $74,- 
000. The defense set up that the park was given to the 
prepare” owners on the bounding streets as a public square 
ne. Trinity Church Corporation, with a provision that if 

inity Church wished to disp>se otherwise of the property 
and obtained the written consent of two-thirds of the lot- 
holders it might do so: that in 1866 this consent was ob- 
tained and the property sold to the railroad company for 
$1,000,000, »ne-half of which was received by the property 
owners. In the year 1867 the company erected its depot. 
The case will probably last several days. 


New York, Lake Erie & Western.—It is reported 
that this company is negotiating for the lease of the Tona- 
wanda Valley & Cuba, the Bradford, Eldred & Cuba and 
the Bradford, Bordell & Kinzua roads. These narrow- 
gauge roads, which are all under the same management, 
have a total mileage of 155 miles in Southwestern New 
York and in the Bradford oil district in Pennsylvania, and 
connect with the Erie at Attica, Cuba, Wellsville and Brad- 
ford. They have so far been very profitable, but their 
future value, like that of all roads in an oil country, is some- 
what uncertain. 

Surveys are being made for the proposed Oatka Valley 
Branch, which will run from LeRoy, N. Y., to Gainesville, 
about 25 miles, through the lately discovered salt-well 
region. The line will be parallel to the Rochester & Pitts- 
burgh, on the opposite side of the Oatka Valley. 


New York, Philadelphia & Norfolk.—This com- 
pany has executed and recorded mortgages to secure pro- 
come issues of $1,650,000 first-mortgage bonds and $1,600,- 

income bonds on the projected road down the Eastern 
Shore of Virginia from the Maryland line to Cherrystone. 


New York, West Shore & Buffalo.—It is said that the 
principal repair shops of this road will be built about half 
way between the villages of Ilion and Frankfort, N. Y., 
some 11 miles east of Utica. The people of those villages 
—_ subseribed $30,000 for the purchase of land for the 
shops. 


North Carolina, Cleveland & Chattanooga.—This 
company has filed articles of incorporation to build a rail- 
road from Chattanooga, Tenn., eastward through Cleveland 
to the North Carolina line at tbe point where the Hiawassee 
River crosses it. The distance is about 60 miles. 


Northern Pacific.—Track is now laid to Bozeman, 
Montana, 10 miles westward from the last point reported 
and 1,050 miles from St. Paul. The tracklaying will pro- 
ceed steadily westward, the temporary switchback being 
used to pass trains until the completion of the Bozeman tun- 
nel. Itis expected that the tunnel itself and the Mullan 
tunnel will both be completed by the time track is laid on 
the gap between the eastern and western ends of the track, 
which is now about 280 miles. 

A contract has been let to H. F. Clark, of New York, and 
Winston Brothers, of Minneapolis, Minn., for the comple- 
tion of the track from the present end of track on the 
Clark’s Fork Division eastward to Helena, Montana, a dis- 
tance of about 150 miles, including all the work except the 
Mullan tunnel. Thisis the last contract to be let on the 


main line, the work east of Helena being already under con- 
tract. 

A contract has been let for the grading and bridging of 
the branch line from Livingston, Montana, southward into 
Yellowstone National Park. The work on this branch will 
be light. It will be about 60 miles long, and the terminus 
in the Park will be at the Mammoth Hot Springs. 


Northwestern Minnesota & Red River Valley.— 
This company has filed articles of incorporation in Minne- 
sota, to build a railroad from the Northern Pacific at 
Brainerd northward to the northeru boundary of the state. 
The distance is about 160 miles. The capital stock is fixed 
at $5,000,000. The incorporators are E. J. Fallon, Edgar 
Smith, A. C. Wall, J. C. Larabee, A. C. Tulley, George M. 
C. Taylor, S. G. Primrose, George H. Cook and A. B. 
Paine, all of New York. 


Oregon & California.—At a meeting held at London, 
March 17, the preferred stockholders voted unanimously to 
approve the lease of the roaé to the Uregon & Transconti- 
nental Co. The lease is for 999 years, the lessee agreeing 
t» pay as rentalinterest on the bonds, $20,000 yearly for or- 
ganization and office expenses, and 21 per cent. on the 
preferred stock yearly, until July 1, 1836, by which time it 
is expected that the road will be completed, After that 
date the rental is to be 35 per cent. of gross earnings, the 
lessee guaranteeing an amount sufficient to pay interest, 
organization fund and at jeast 2 per cent. on the preferred 
stock. The lessee further agrees to complete the extension of 
the road southward to meet the Central ' Pacific at the Cali- 
fornia line, about 125 miles, in as short a time as possible, 
and is to receive in payinent $29,000 per mile in first-mort- 
gage bonds and $10,000 per mile in second-mortgage bonds. 


Pennsylvania.—Sealed proposals will be received until 
March 31, at the office of William H. Brown, Chief Engin- 
eer, No. 233 South Fourth Street, Philadelphia, for the 
grading, masonry and ballasting of the Philadelphia, Nor- 
ristown & Pheenixville Branch from Manayunk to Soap- 
stone Quarry, 2.6 miles. 

The committee appointed at the annual meeting to select 
direc:ors to he voted for at the annual election next week, 
has recommended the re-election of the present directors. 
It is not probable that there will be any opposition ticket. 

The Philadelphia Ledger says: ‘‘ The work on the Pennsy1- 
vania Railroad lines up the Schuylkill Valley is pushed vig- 
orously, thousands of laborers being now engaged on both 
sides of the Schuylkill from Hestonville to Norristown. The 
work above Norristown is ready to begin. These are the 
lines of the Philadelphia, Norristown & Phcenixville and 
the Pheenixville, Pottstown & Reading Railroads, which are 
to be double track roads throughout, and all the work first- 
classin every respect. The route taken is the fullowing : 
Commencing in Hestonville at the Pennsylvania Railroad’s 
main line, near Fifty-second street, the new road will ascend 
the ravine west of Fairmount Park to the city line, near 
Montgomery avenue, and will run through Lower Merion 
township, Montgomery County to West Manayunk, where 
the Philadelphia & Reading Railroad, the Schuylkill River, 
and Schuylkill Navigation Co.’s canal, and the Philadelphia, 
Germantown & Norristown Railroad are all crossed by the 
high bridge which was fully described in the Ledger 
a few days ago. Entering into the city again at Manayunk 
the road passes through High street. It will continue be- 
tween Jackson and Washington streets up along the Scbuy]- 
kill River, to the city line at the Soapstone Quarries, thence 
back to Hamilton’s paper mill to the bluff above Lafayette 
station, by Hitner’s furnaces, Spring Mill, through Consho- 
hocken, crossing the Plymouth Railroad on an overhead 
bridge, thence along the bluff above the Norristown Rail- 
road to near Potts station, reaching Lafayette street, 
Norristown, which it occupies from Ford to Barbadoes 
streets. Then crossing the Stony Creek Railroad overhead 
and running alongside the Schuylkill River to the Perkio- 
men, which it crosses on a high bridge, after which it crosses 
the Perkiomen Railroad to Quinceyville, where the Schuv]- 
kill River is crossed by an arch-bridge, reaching Phoenix 
ville, where connection is made with the branch line to 
Frazer. Crossing the ridge above the Reading Railroad 
by a tunnel 1,000 ft. in length, it reaches the river at Spring 
City and runs up on the west bank of the Schuylkill, cut- 
ting off several bends of the river. It then crosses the 
Schuylkill to the east bank, which it follows, passing 
through Pottstown, toa point near Douglasville, where it 
recrosses the river to the west bank, to Monocacy and Birds- 
boro, passing near Poplar Neck, from which point it reaches 
Reading, which is the terminal station.” 


Pennsylvania, Slatington & New England.—The 
Court has appointed a special master to take testimony in 
the suits between this company and the Wind Gap & Dela- 
ware, to determine their respective rights in the track 
between Bangor, Pa., and Penargy]. The master will pro- 
ceed with his work and the case will come up before the 
Court again next month. 


Petroleum Railroad, of Pennsylvania.—At a meet- 
ing held in Titusville, Pa., last week, the organization of 
this company was completed, and it was resolved to execute 
a mortgage to secure an issue of $500,000 bonds. The com 
pany is successor to the Pennsylvania Petroleum Co., which 
graded a part of the line from Titusville to Erie over ten 
years ago. 


Philadelphia & Atlantic City.--The parties now 
controlling this road desire to secure a better terminus on 
the Delaware than the present one in Camden, N. J., and 
better ferry connections with Philadelphia. It is said that 
land has been offerel the company at Cooper’s Point, and 
it is understood that negotiations have been opened for the 
use of the Camden, Gloucester & Mt. Ephraim tracks and 
terminus at Kaighn’s Point. 


Philadelphia & Reading.—The report of the Re- 
ceiver, as audited by the Special Master and presented to 
the Court for January, is as follows : 

Coal & Iron 
‘o 


Railroad Co. O. 
CON A di icie. sceabhalc Gace tSeeceed $431,819 $5,685 
Receipts from all sources .............. 2,747,568 1,098,938 
EEE: a a Ata >. $3,179,387 $1,104,623 
Disbursements . 3,172,198 1,085,576 
| Ea eee re $7,189 $19,047 


The balance held as a special deposit on account of the 
deferred income bond issue was $12,034 at the close of the 
month. 

The old covered wooden bridge over the Schuylkill at 
Norristown was destroyed by fire on the evening of March 
15. It was over 30 years old, and formed the connection 
between the main line and the Germantown & Norristown 
Branch, all the main line trains running to the station at 
Ninth and Greene Streets, in Philadelphia using it. It will 
be replaced at once by a temporary structure (now nearly 
finished, and an iron bridge will be built hereafter. 

Suits have heen begun to recover from this company 
claims amounting to about $117,000 for materials and la- 
bor furnished for the construction of the Schuyikill & Le- 
high road, now controlled and worked by this gompany. 

t a special meeting of the stockholders of the Schuylkill 





Navigation Co. in Philadelphia, March 20, the proposition 
to merge the company in the Philadelphia & Reading, 
which has now a lease of its property, was presented. ‘The 
proposition was to give one share of Reading stock and $4 
cash for two shares of Schuylkill: Navigation — pre- 
ferred and one share of Reading and $4 cash for 
each share of common stock. After a long and ex- 
cited discussion, the proposition was laid on the table. A 
resolution ordering legal proceedings begun to recover rental 
due was cut off by an adjournment. 

The Receivers’ statement for February, as audited by the 
Master and submitted to the Court, is as follows: 


Railroad Co. Coal & Iron Co. 
Cash, Feb. 1. es 





. eee eT $7,189 $19,047 
Receipts from all sources . 2,561,856 988,179 
Meads cies “Seneonvs .. $2,569,045 $1,007,224 
Disbursements... .. . 2,450,628 954,618 
Cash, Feb. 28 .... ........ $118,417 $52,606 


This, with the January statement given above, closes the 
cash account of the Receivers. The Special Master will 
shortly file his final report giving a statement of the 
closing audit and the transfer of the road to the company 

Richmond & Danville.—The earnings of this road 
and its.controlled lines for February and the two months 
ending Feb. 28 were as follows : 


-——February .—-- -——Two months..— 








Gross. Net. Gross. Ne 
Rich. & Dan .......$329,248 $183,593 $589,005 $301,319 
Virgimia Midland... 113,822 50,575 210,77: 77,205 
Char., Col. & Aug.. 94,109 58,783 164,727 93,054 
Col. & Greenville... 95,615 60,570 166,692 77,824 
Western N.C...... 27,557 12,741 47,647 17,762 
Total .$660,351 $366,202 $1,178,844 $567,264 


For February the total earnings of all the lines show an 
increase of $115,485, or 21.2 per cent. gross, and of $185,- 
313, or 102.4 per cent. net. For the two months the in- 
erease was $122,944, or 11.6 per cent., in gross earnings, 
and $265,929, or 87.0 per cent., in net earnings. 


Rochester & Pittsburg—Track on the Buffalo Divis 
ion is now laid from the junction with the main line at Ash- 
ford, N. Y., north by west to the Cattaraugus viaduct, a 
distance of 14 miles. About half the iron work on the via- 
duct is finished, and it is expected that trains will cross it in 
about two weeks. On the Buffalo end track is now laid to 
Colden, 18 miles from Buffalo, leaving a gap of abour 12 
miles to be completed. On this most of the grading is done. 


St. John & Maine —A dispatch from Bangor, Me. 
March 16, says: ‘“‘ President Jackson, General Manager 
Tucker, Directors Sewall, Hyde and Strickland, of the 
Maine Central Railroad, and J. Murray Kay and Supt. Mc- 
Leod, of the St. John & Maine Railway, and other parties 
from St. John and St. Andrews, held a consultation in Ban 
zor to-day. The proposed railroad bridge at St. John, N. 

.» was given consideration, and it was determined to com- 
mence building the bridge at once. The cost is estimated to 
be about $600,000.” 


Salina, Lincoln & Fremont.--This company has 
been organized to build a railroad from Fremont, Neb., 
southward to Lincoln, and thence south by west to Salina, 
Kan., about 190 miles in all. The object or necessity of 
such a line is not clearly apparent. 


Texas & Pacific.—A dispatch from Washington, March 
17, says: “*‘ More than a year ago the New Orleans Pacific 
Railway Co. applied to the Secretary of the Interior for 
transfer to itself of land granted to the New Orleans, Baton 
Rouge & deg | Railroad Co., by act of Congress, ap- 
proved March 3, 1871, presenting at the same time satisfac- 
tory proofs of the transfer as between the two companies. 
Seeretary Teller delayed action in expectation that Con- 
gress might legislate upon the subject matter thereof. But 
that body having adjourned without action, and there being 
no reason for further delay, the application was referred to 
the President. In making the reference the Secretary SAYS: 
‘In view of the facts and law of the case, I regard the New 
Orleans Pacific Railway Co. as the lawful assignee of the 
New Orleans, Baton Rogue & Vicksburg Railroad Co., and 
entitled to the lands granted by the twenty-second section 
of the act of March 3, 1871, to the said latter named com- 
pany, and to the patents therefor, in so far as it has 


earned, or hereafter may earn, the same under that 
act, with the exception below named, and _ recom- 
mend that you accept 328 miles of said road, 
less and exclusive of 68 miles of the _ line 


of said New Orleans, Baton Rouge & Vicksburg road, ex- 
tending from New Orleans to Whitecastle, between New 
Orleans and Shreveport (to which 68 miles the New Orleans 
Pacific road has withdrawn its claim and right to receive 
lands under the twenty-second section of said act), and that 
patents for such lands as may have been earned by con- 
struction be issued to the New Orleans Pacific Railway 
Co. (exclusive, nevertheless, of lands along the said 
68 miles), on their compliance with the law and regulations 
in suchcase made and provided. These patents, will, of 
course, be subject to rights acquired by any person or cor- 
poration prior to the act of March 3, 1871.’ 

“The President to-day returned the papers in the case, with 
his approval of the recommendations made by the Secre- 
tary. This action in favor of the New Orleans Pacific road 
(now owned and operated by the Texas Pacific Railway 
Co.) is final.” 


Tidewater Pipe Line.—A dispatch from Meadville, Pa, 
March 16, says: ‘* Judge Church this morning read his de- 
cision in the case of the Tidewater Pipe Line Co. against 
Satterfield and others. All the points raised in the case 
were decided in favor of the plaintiff. The result is to 
secure in control of the Tidewater the old board of man- 
agers—namely: A. W. Perrin, B. D. Benson, Franklin B. 
Gowen and James R. Keene. Asit was rumored that the 
Standard Oil Co. was back of the Satterfield party, this 
decision is a defeat for that corporation, as it confirms the 
control of the manfgers opposed to the Standard Ui] Co.” 


Toledo & South Haven.—A company has been organ- 
ized to build what is known as the St. Joseph Division of this 
road, extending from Lawton, Mich., southeast by Leesburg 
and Centreville to Nottawa on the Grand Rapids and Indi 
ana road. The distance is about 30 miles. 


Warren & Farnsworth Valley.—Track on this road 
is now laid to Vandegrift, Pa., 114 miles beyond the late 
|terminus at Garfield, and 114% miles from Clarendon. 
Trains are running to the new terminus. 


Western, of Alabama.—Since the purchase of this 
road some years ago by the Central, of Georgia, and the 
Georgia companies, it bas been held by the two companies 
as joint owners and. managed by a board containing au 
equal number of members appointed by each company. 
At a meeting held last week it was decided to capitalize the 
ownership and issue $3,000,000 stock. one-half to each com- 
pany. The change will make no difference in the relations 
of, the road, of course, but the stock will appear in the assets 
of ~ two companies in place of the one-half share in the 
road, 














